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TRAFFIC WORLD INDEX 
The index for Volume 38, Traffic World, July-De- 
cember, 1926, will be sent to subscribers with the Jan- 
uary 8 copy of the magazine. It should be bound with 
copies of the publication for the six months’ period and 
thus preserved for future reference. 


MORE WILSON ARTICLES 

We are publishing in this issue the last of a series 
of sixteen articles by Prof. G. Lloyd Wilson on the sub- 
ject, “Terminal Freight Services and Allowances.” The 
series has been interesting and valuable. Two weeks 
from today we shall publish the first of a series of eight 
articles by the same author on “Perishable Protective 
Services.” They will alternate with the articles in the 
series of thirty-six by Professor Wilson on “Industrial 
Traffic Administration” and will include the following 
subjects: Purpose and types of perishable protective 
services; application of the perishable protective tariff ; 
general obligation of carriers in handling perishables; 
stated refrigeration rules and charges; icing and re-icing 
services, rules, -and charges; protective services against 
cold; protection of perishables in less than carload ship- 
ments; the regulation of protective services. 

APPOINTMENTS TO THE COMMISSION 

We voiced last week a protest against the kind of 
appointments to the Interstate Commerce Commission 
illustrated by the President’s nomination of C. E. Woods 
to succeed Commissioner Cox—appointments of men 
who represent this or that class, or section, or faction, 
or for some political or personal reason, but who, how- 
ever able and honorable they may be, have few outstand- 
ing qualifications for the places or who, even if they 
be mentally qualified, have no training or experience in 
the kind of matters with which they will have to deal on 
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the Commission. The situation is becoming worse in- 
stead of better. We have on the Commission now Mr. 
Cox, who was appointed as a representative of the trav- 
eling salesmen, Mr. McManamy, appointed as a repre- 
sentative of union labor, Mr. Campbell, appointed as a 
representative of the intermountain interests (though, 
to be sure, the latter has had plenty of training and ex- 
perience in the subjects with which he deals as a member 
of the Commission), and now the President appoints Mr. 
Woods to placate Pennsylvania criticism. We have had 
other appointments of representatives of special interests 
or classes in the past and other appointments that were 
purely political, without reference to special fitness, but, 
as we say, the situation is growing worse, as is the whole 
situation with respect to politics in rate-making. Con- 
gress continues to dip in, not only with respect to unwise 
policies of regulation (which, of course, it is within its 
rights in doing), but with respect to actual revision and 
construction of rates, which, though it is within its rights 
in so doing, is unwise and productive of confusion. 
Confining ourselves for the present to that phase of 
the matter that concerns appointments to the Commis- 
sion, what is to be done about it? The situation is rec- 
ognized as dangerous by all who are concerned with the 
proper regulation of our carriers. They all want a fair 
and competent Commission, free from the constraint of 
politics and special interests. Most of them have said 
something about it by way of resolutions and by their 
talk, formal and informal. What more is necessary? 
We suggest that organizations of shippers and car- 
riers like the National Industrial Traffic League, the 
American Railway Association, the Railway Executives’ 
Association, the American Short Line Association, the 
Railway Business Association, the Associated Traffic 
Club of America, individual traffic and transportation 
clubs, both in and out of the national association, and, 
perhaps, the regional advisory boards, take this matter 
up by resolution where they have not already done so, 
revive their action where they have already acted, and 
then, by some effective method of joint procedure, make 
their attitude known to the public and to the President 
and the Senate. Nor should they stop with such general 
action. They should, through appropriate committees, 
keep in touch with the President and the Senate when 
they know an appointment is imminent and press specif- 
ically for the appointment of a suitable man. It might 
not be proper for them to sponsor any particular indi- 
vidual, but they might well furnish a list of individuals 
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PERSONAL SERVICE 


Traffic Department Representatives 








BIRMINGHAM, ALA., 737 Ist Natl. Bank Bldg— DANVILLE, ILL., 32 South Vermilion St.— NEW YORK, N. Y., 501 Maritime Exchange— 
L. Poole, General Agent. J. E. Dillon, General Agent. L. B. Kelz, General Agent. 

BLOOMINGTON, ILL., South Madison St.— DECATUR, ILL., 600 North Van Dyke St.— PEORIA, ILL., 630 South Washington St.— 
H. Johnston, General Agent. L. C. Bundy, General Agent. 





W. M. Long, General Agent. 









‘ ‘ DETROIT, MICH., 703 Transportation Bldg.— 
CHAMPAIGN, ILL., 41 East University St.— PITTSBURGH, PA., 523 Park Bldg.— 
G. W. Manley. Genera] Agent. C. F. Beach, General Agent. E. D. Forde, General Agent. 
KANSAS CITY, MO., 211 Ry. Exchange Bldg.— 
ae eg ts 208 Seat La Salle St.— L. W. Gent, General Agent. ST. LOUIS, MO., 12th —_ Lucas Ave.— 
le ° . A . _ - ce 
a er or MEMPHIS, TENN., 33 Porter Bldg.— SS, Cy eee 


CINCINNATI, OHIO, Room 301 Bell Block, 6th H. W. Stigler, General Agent. 


SPRINGFIELD, ILL., Ninth and Adams Sts.— 
and Vine Sts.—Alvin Roehr, General Agent. 






MILWAUKEE, WIS., 601 Ry. Exchange Bldg.— E. L. McKee, General Agent. 
DALLAS, TEX., 618 Santa Fe Bldg.— J. C. McCutchen. General Agent. TULSA, OKLA., 818 Clinton Bldg.— 





d. R. Horton, General Agent. MINNEAPOLIS, MINN., 1139 Metropolitan Life L. W. Gent, General Agent. 
Bldg.—C. A. Canning, General Agent. 



















W. H. WYLIE, E. E. KESTER, W. H. BLAIR, 
Traffic Manager, Assistant Traffic Manager, Chief Tariff Bureau, 
Springfield, Ill. Springfield, Il. Springfield, Il. 
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January 1, 1927 THE 
who would be satisfactory. The main thing is to im- 
press on the appointing powers the importance of the 
right kind of appointments and to make that impression 
specific as well as general. 


With that kind of action, we believe, it would not 
take a great while to create a situation where appoint- 
ments to the Commission would be made much as they 
are made to the Supreme Court of the United States— 
with supreme regard for fitness, with politics incidental, 
at best, and even then within the restrictions of unques- 
tioned fitness. Representations must be made not only 
as to the kind of appointments that should be made 
when there are vacancies, but also when appointments 
that are unsatisfactory have been made. This is neces- 
sary that the President and the Senate may not be led 
by the silence of those affected to believe that what they 
have done is unobjectionable and so be guilty of the 
same kind of thing the next time there is an opportunity. 

We realize that, when it comes to the test, many 
will object to making representations to the President 
that what he has done is not satisfactory. This was 
well illustrated when, at the time President Harding 
appointed Mr. McManamy to the Commission, the dele- 
gates to the convention of the Associated Traffic Clubs 
of America adopted a resolution “admonishing” the 
President for making an appointment of that sort, en- 
tirely out of line with the sentiment of the association 
against political appointments or appointments for any 
other reason than that of fitness. The resolution was 
not pressed to a conclusion because, before all the indi- 
vidual clubs had acted on it, President Harding died and 
it was withdrawn. Some clubs had ratified it and some 
had refused to ratify it. In most of them there were expres- 
sions of horror at the idea of finding fault with the chief 
executive of the nation for what he had done, even if it 
was not what was desired or proper. 


In so far as this sentiment was genuine, it was 
foolish. The President is our servant and it is our privi- 
lege to tell him what we want him to do and to tell him 
when he is wrong. Everybody does it, with or without 
reason. There is nothing more common than fault find- 
ing with the President of the United States, both in- 
formally, at the luncheon table and on the street cars 
and trains, and formally, in addresses at banquets and 
political speeches, even in Congress itself. There. is 
nothing in it to be horrified about or that ought to strike 
one as improper, provided the one doing the criticizing 
knows something about his subject and is moved by 
conviction rather than by small political enmity. There- 
fore, we thought and still think that much of the horror 
expressed in the traffic clubs was camouflage and the 
real motive in the minds of those who did not like the 
appointment but still objected to saying so, was that 
they had not the courage to come out in the open and 
cppose the appointment of a man who probably would 
be confirmed in his appointment in spite of their objec- 
tion, to their possible embarrassment when they might 
have cases to be decided by the tribunal of which he was 
a member. 

If that is to be the attitude of those affected by the 
kind of appointments that are made and whose interests de- 


TRAFFIC WORLD 7 


pend on an able and unhampered Commission, then there 
is nothing to be done. If we are not willing to say what 
we want, do what we can to get it, and express our dis- 
satisfaction when we do not get it—in other words, to 
make specific and understandable our ideas as to what 
should be done about the personnel of the Commission— 
then we have only ourselves to blame if the condition 
we have been pointing out becomes worse and have no 
cause to wonder at it. But if we consistently and 
persistently impress our views on the President and 
the Senate, both before and after appointments are made, 
by praise, when things are done well, as well as criticism 
when they are done ill, then it will not be long until we 
have a different state of affairs. 

It is probably too late now to accomplish anything 
with respect to the vacancy caused by the expiration of 
the term of Commissioner Cox, unless the Senate should 
refuse to confirm the appointment of Mr. Woods. In 
that event, representations might be made to the Presi- 
dent as to what he should do. Even now they might be 
made to the Senate committee. If the nomination of 
Mr. Woods is confirmed, the situation might still be used 
by bodies that have gone on record as to the kind of 
appointments they think should be made to the Com- 
mission as an example of the kind of thing to which they 
are opposed—this not for present purposes, but for the 
sake of the effect it might have in the future. 

Presidents and senators change. Even when they 
remain, they forget the action taken by organizations 
that adopt resolutions in favor of or in opposition to this 
or that policy. Politicians are active and persistent. 
Clear cut ideas of duty to the public are rare. The only 
way to cure the situation is by wise, persistent, and con- 
sistent action, general and specific, by individuals and 
organizations interested in having and preserving an 
able, unbiased, and untrammelled Commission, composed 
of men who know something about transportation. 

In what we have said we mean no discourtesy to any 
member of the Commission, present or prospective. We 
are attacking, not men, but a system. We mean what 
we have said as a formal message to those concerned. 
We have done our part and have been doing it for years, 
though the matter is of no vital concern to us. We pros- 
per as well under an inadequate Commission as under 
an adequate one. It is up to those who are vitally con- 
cerned, and whose views would have weight because 
of that concern, to act. If they do not, their discontent 
is idle. 


1926 RAILWAY REVIEW. 


The American Railway Association made public December 
27 the following review of railroad performance in 1926: 


With an efficiency never before equalled, the railroads of this 
country in 1926 handled the greatest freight traffic ever offered to 
them by the shippers of the United States. 

Operating as smoothly as a well lubricated piece of mechanism, 
the great transportation machine of this country has moved this rec- 
ord volume of traffic without transportation tie-ups, congestion or 
= shortage except in certain isolated instances of a temporary 
nature. 

Freight cars have been promptly ‘provided for shippers and 
freight has been moved with a dispatch unequalled in previous years. 
It is difficult to estimate in dollars what this adequate and depend- 
able service has meant in money to the shippers of this country, but 
there is no disputing the fact that it has resulted in substantial 
savings. Because of this prompt and efficient service, the railroads 
have contributed largely to the placing of business on a stable basis 
and have enabled industry to operate on smaller stocks than has ever 
before been possible. 

One of the outstanding reasons for the efficient and dependable 
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service which the railroads rendered in 1926 was the large expendi- 
tures for capital improvements that have been made in recent years 
in order to provide more adequate transportation and to increase the 
economy and efficiency of operation. Since 1920, capital expenditures 
of the railroads have amounted to nearly $5,200,000,000 of which $875,- 
000,000 was spent in 1926. In the latter year, however, expenditures 
authorized for capital improvements amounted to $1,325,000,000 of 
which authorizations approximating $450,000,000 will be carried over 
to 1927 for completion. 5 

Capital expenditures in 1926 for equipment, which includes loco- 
motives and cars, amounted to approximately $380,000,000, compared 
with $338,000,000 in 1925. Capital expenditures for roadway and 
structures, additional track, heavier rails, additional ballast, shops 
and ‘engine houses, including machinery and tools, amounted to $495,- 
000,000 compared with $410,000,000 the preceding year. - 

Greater co-operation on the part of the shippers, both individu- 
ally and collectively, and also through the various Shippers Regional 
Advisory Boards now located in all parts of the country, has also been 
of material assistance to the railroads in successfully meeting the 
record traffic which the carriers have been called upon to handle 
this year. With the formation of a Shippers’ Regional Advisory 
Board in the Pittsburgh District in November, the organization of 
these Boards for the entire country was completed. Fourteen 
Boards are now in existence with a membership of approximately 
15,000 representatives of virtually every industry to be found in this 
country. 

Little embellishment of the facts is necessary to make the per- 
formance of the railroads in 1926 one of the most interesting stories 
which has ever been told. Loading of revenue freight for the year 
will amount to 53,260,000 cars. This estimate is based on actual load- 
ing for the first fifty weeks in 1926 with an estimate as to what the 
loadings will be for the remaining two weeks. 

The total for the first fifty weeks was 51,586,000 cars, an increase 
of 2,033,000 cars or 4 per cent over the corresponding period last year, 
which had marked the previous record in the number of cars loaded, 
while it also was an increase of 4,600,000 cars, or 9.8 per cent over 
the corresponding period in 1924. 

Loading of revenue freight exceeded one million cars in 27 weeks 
in 1926, the largest number of such weeks ever reported and an in- 
crease of seven over the number of such weeks in 1925. The greatest 
loading for any one week for all time was reported for the week 
ended on October 30, for which the total was 1,216,432 cars. This 
exceeded by 91,994 cars the best previous record for any week prior 
to 1926 which was that for the week of August 29, 1925, when 1,124,438 
cars were loaded. 

Shipments in 1926 of miscellaneous freight, merchandise and less 
than carload lot freight were the greatest ever reported, while the 
movement of coal in the fall months exceeded all previous records. 

Not only did the number of cars loaded with revenue freight in 
1926 exceed all previous records but also the volume of freight traffic 
as measured in net ton miles, which is the number of tons of freight 
multiplied by the distance carried. Reports show that the volume 
of freight traffic for the first ten months in 1926 amounted to 405,- 
131,386,000 net ton miles which exceeded by 19,107,698,000 net ton miles 
or 4.9 per cent the best previous record, which was that for the corre- 
sponding period in 1923. On the basis of the showing for the first 
ten months, it is estimated that the total for the year will amount to 
488,000,000,000 net ton miles, an increase of 32,000,000,000 or seven per 
cent, over the best previous year, which was in 1923. 

The greatest freight traffic for any one month on record was 
carried by the railroads in October when it amounted to 48,273,089,000 
net ton miles. This exceeded by 3,944,912,000 net ton miles or 8.9 per 
cent the previous high record made in September, 1926, while it also 
exceeded by 11.9 per cent the best previous record prior to 1926, which 
was made in October, 1924. 

The railroads this year had fewer locomotives and freight cars 
in need of repair than at any time in recent years, despite the record 
traffic which they were called upon to move practically throughout 
the entire year. 

Due to greater economy and efficiency in the use of fuel brought 
about not only through the use of improved locomotives but also edu- 
cational campaigns among employes, the railroads in 1926 established 
a new low record in the amount of fuel used. For the first ten months, 
an average of 134 pounds of coal was required to haul a thousand 
tons - freight and equipment one mile, the lowest average ever at- 
tained. 

The railroads in the first eleven months of 1926 installed in serv- 
ice 99,365 freight cars. Car ownership on December 1 was approxi- 
mately 124,095 cars or 5.4 per cent greater than on June 1, 1923, and 
the average carrying capacity per car owned increased 2.1 tons per car 
or 4.9 per cent. 

There were also placed in service in the first eleven months of 
1926, 2,193 locomotives. The number of locomotives owned on De- 
cember 1 was a decrease of 2,186 locomotives or 3.4 per cent com- 
pared with June 1, 1923, but the average tractive power increased 
nine per cent. 

Despite the decrease in the number of locomotives owned and 
the heavy freight movement which characterized the year, the rail- 
roads have at no time had less than 3,800 serviceable locomotives 
stored in good repair which they have not found necessary to place 
in service. 

Due to the faster loading and unloading of freight cars as well 
as the elimination of many delays in handling, freight shipments 
were moved with the greatest dispatch in 1926 that has ever been 
attained, the average movement per freight car per day in October 
having been 34.3 miles. This exceeded by 1.6 miles the previous 
record for any one month established in September, 1926, for which 
the average was 32.7 miles. The average for the first ten months in 
1926 was 30.4 miles compared with 28.2 miles in 1925. 

The average load per freight car, for the first ten months this year, 
was 27.2 tons. This was greater than in 1922, 1924 and 1925, but fell 
below 1921 and 1923. Failure of the average load per car to show a 
larger increase in view of the heavy traffic which the railroads moved 
was due in part to the larger proportion of the lighter loading com- 
modities carried in 1926. Efforts are being made, however, to edu- 
cate the shippers of the country to the necessity for loading cars 
more nearly to capacity. 

A new high record in the average load of freight per train for 
any one month was established in October when it amounted to 829 
tons. This was an increase of 33 tons over the best previous record 
prior to 1926 made in August, 1925. 

A new record was also made in the average speed of freight trains 
for the first ten months this year when an average of 12 miles per 
hour was attained. The average number of freight cars per train for 
the first ten months of 1926 was 45.3, which was greater than for any 
previous year. 

The average number of miles each freight locomotive traveled 
per day was 60.6 miles, an increase of more than twelve per cent 
above the average for the previous five years, while a new high 
record was also established in ton miles per train hour. 
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Passenger traffic in the first nine months of 1926 showed a de- 
a of eight-tenths per cent under the corresponding period in 

a. 

The railroads in 1926 were called upon to pay more taxes to local, 
state and federal governments than ever before, their tax bill for 
the first ten months this year having been $329,388,745, an increase 
of 39.9 per cent over 1921. On the basis of actual reports for the first 
ten months this year and an estimate as to what taxes they will pay 
in the last two months, it is estimated that the tax bill of the rail 
carriers for the entire year will be approximately $400,000,000, an 
average of more than $1,100,000 per day, and an increase for the 
year of $36,000,000 over the total tax bill for 1925. 

The net operating income of the Class I railroads in 1926 was ap- 
proximately $1,250,000,000, or a return of 5.21 per cent on their prop- 
erty investment. This estimate is based on complete reports for 
the first ten months which showed a net railway operating income 
of $1,035,475,630, which was at the annual rate of return of 5.25 per 
cent on their property investment, and an estimate made by the 
Bureau of Railway Economics as to earnings in November and De- 
cember. Railway business and earnings fluctuate from year to year. 
Only the showing of results over a period of years can indicate the 
real trend of railway returns. The rate of return on property invest- 
ment for the five years ending with 1926 has averaged 4.52 per cent 
per year. The rate of return on the basis of property investment by 
years follows: 1920, 0.09 per cent: 1921, 2.92 per cent; 1922, 3.61 per 
cent; 1923, 4.48 per cent; 1924, 4.33 per cent; 1925, 4.80 per cent; 1926, 
5.21 per cent. 


REVENUE FREIGHT LOADING 


Loading of revenue freight the week ended December 18 
totaled 950,575 cars, according to the car service division of 
the American Railway Association. This was a decrease of 
19,163 cars under the corresponding week last year, but 49,921 
cars over the same week in 1924. Due to the usual seasonal 
decline, the total for the week of December 18 was a decrease 
of 48,140 cars under the previous week this year. 

Revenue freight loading by districts the week ended Decem- 
ber 18 and for the corresponding period of 1925 was reported 
as follows: 





Eastern District: Grain and grain products, 13,115 and 12,094; 
live stock, 2,764 and 3,166; coal, 53,213 and 31,820; coke, 2,891 and 
4,080; forest products, 4,847 and 5,511; ore, 1,065 and 1,576; merchan- 
dise, L. C. L., 69,332 and 69,396; miscellaneous, 73,592 and 87,173; 
total, 1926, 220,819; 1925, 214,816; 1924, 207,992. 

Allegheny District: Grain and grain products, 4,624 and 4,791: 
live stock, 2,357 and 2,728; coal, 61,131 and 44,482; coke, 5,615 and 
8,389; forest products, 2,932 and 3,187; ore, 1,967 and 3,068; merchan- 
dise, L. C. L., 52,609 and 51,575; misceHaneous, 65,954 and 77,931; 
total, 1926, 197,189; 1925, 196,151; 1924, 184,256. zs 

Pocahontas District: Grain and grain products, 206 and 254; 
live stock, 88 and 71; coal, 42,697 and 41,395; coke, 591 and 471; forest 
products, 1,415 and 1,944; ore, 85 and 75; merchandise, L. C. L., 
7,414 and 17,373; miscellaneous, 5,366 and 5,008; total, 1926, 57,862; 
1925, 56,591; 1924, 47,810. 

Southern District: Grain and grain products, 4,059 and 4,372; 
live stock, 1,987 and 2,096; coal, 31,344 and 31,119; coke, 697 and 
1,222; forest products, 20,477 and 23,475; ore, 1,155 and 1,529; merchan- 
dise, L. C. ., 41,387 and 41,962; miscellaneous, 54,081 and 54,619; 
total, 1926, 155,187; 1925, 160,394; 1924, 152,421. 

Northwestern District: Grain and grain products, 9,381 and 
13,224; live stock, 9,357 and 11,109; coal, 11,109 and 9,165; coke, 1,419 
and 1,763; forest products, 12,665 and 17,871; ore, 630 and 646; 
merchandise, L. C. L., 30,371 and 31,132; miscellaneous, 25,165 and 
29,593; total, 1926, 100,097; 1925, 114,503; 1924, 101,913. 

Central Western District: Grain and grain products, 10,900 and 
13,409; live stock, 10,736 and 12,112; coal, 23,269 and 22,448; coke, 
313 and 307; forest products, 7,921 and 9,212; ore, 3,532 and 3,993; 
merchandise, L. C. L., 33,923 and 34,915; miscellaneous, 50,849 and 
48,848; total, 1926, 141,443; 1925, 145,244; 1924, 137,489. 

Southwestern District: Grain and grain products, 5,166 and 
5,899: live stock, 2,948 and 3,138; coal, 7,990 and 6,842; coke, 322 
and 206; forest products, 8,129 and 8,336; ore, 465 and 393; merchan- 
dise, L. C. L., 16,555 and 16,650; miscellaneous, 36,403 and 40,575; 
total, 1926, 77,978; 1925, 82,039; 1924, 68,773. 

Total, All Roads: Grain and grain products, 47,451 and 54,043; 
live stock, 30,237 and 34,420; coal, 230,753 and 187,271; coke, 11,848 
and 16,438; forest products, 58,386 and 69,536; ore, 8,899 and 11,280; 
merchandise, L. C. L., 251,591 and 253,003; miscellaneous, 311,410 
and 343,747; total, 1926, 950,575; 1925, 969,738; 1924, 900,654. 


Loading of revenue freight this year compared with the 
two previous years follows: 


1926 1925 1924 

Vive weeks inf VaRGATY «...cccccicvescss 4,432,010 4,456,949 4,294,270 
Four weeks in February.............. 3,676,449 3,623,047 3,631,819 
WOGr WEEES I BEATEN. «ccc ccicccécccscs 3,877,139 3,702,413 3,661,922 
Po ge | ere 3,795,837 3,726,830 3,498,230 
WRG WORD TEE Fiano cceccciccccivcwwses 5,142,879 4,853,379 4,473,729 
Co ee eer 4,112,150 3,965,872 3,625,182 
Co ee | ee 5,245,267 4,945,091 4,470,522 
Vour weeks in August.......ccccccces 4,417,780 4,321,427 3,898,384 
Four weeks in September............. 4,552,378 4,297,936 4,147,885 
Five weeks in October................ 6,006,024 5,537,159 6,455,432 
Four weeks in November............. 4,271,700 4,098,715 3,902,172 
WOGE GF DOCEMINEr 6... cccccccccccs 1,058,151 1,020,839 969,485 
Week of December 11.......cccccccccces 998,715 1,008,696 957,424 
Week of December 18................. 950,575 969,738 900,654 

TRUE. Said: erelicra Wi ccorsiate or rareecre nels e crema 52,537,054 50,523,091 47,887,109 


NOTICE OF ESCH’S ELECTION 


The Commission, by Secretary McGinty, has given notice of 
the election of Commissioner Esch to be chairman for the com- 
ing year, as follows: 


Pursuant to the policy adopted January 13, 1911, that the term of 
office of the Chairman of the Interstate Commerce Commission shall 
be filled from year to year in the order of seniority of service, 
Commissioner John J. Esch has been unanimously elected Chairman 
to serve from January 1, 1927, for the ensuing year. 
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Prospects for 1927.—Observing the well defined custom, vari- 
ous Officials of the government have put out optimistic forecasts 
for business this year. Secretary Hoover asserts that the coun- 
try goes into the new year with no consequential over-supply of 
manufactured goods. He sees things as most folks want to see 
the prospect. Some attention has been attracted in Washing- 
ton by Henry Ford’s forecast, the substance of which is gen- 
erally taken to be that most American families have bought too 
many things on the installment or deferred payment plan and 
that, therefore, their purchasing power will be smaller in 1927 
than in 1926 and the year will be more nearly normal, due to the 
fact that there will be some halting so as to allow the equity in 
the things purchased to become larger—that is, the debt reduced. 
Naturally there have been some to suggest that the answer to 
these varying views is to be found by obtaining a declaration 
as to whose ox is being gored, if any. The saturation point in 
automobile buying, in house buying, and other things has been 
talked about so long that it has come to be regarded as definitely 
established that there is such a thing. There are many who 
regard the federal reserve banking system as such an addition 
to the equipment of Americans that the saturation point, if there 
is such a thing, has been put far into the distance; that is to 
say that, by changing their currency system from one depending 
on government bonds as the basis to one based on the ability 
of the business community ‘to deliver the goods, they have put 
off the saturation point to a place in the future occupied by the 
last of the undeveloped resources of the land; in other words, 
that there will be no saturation point so long as there are unde- 
veloped acres and undeveloped natural resources in the land. 
The rapid recovery of the United States from the effects of the 
war between the states, is attributed, by many writers, to the 
vast areas of unused lands, the billions of tons of unmined coal 
and ore, and the millions of acres of uncut trees, to which the 
released soldiers of both north and south ran to bring into use. 
They were joined in that race by millions of European immi- 
grants, generally of the same racial stocks as the earlier 
pioneers. They worked up the resources into vast quantities of 
manufactured goods. They were stopped in that work of cre- 
ating wealth only by recurrent bank panics, now attributed, 
largely, to the fact that the banks had only one way to expand 
their circulation to accommodate the needs of the workers in 
the forests, mines and factories, both capital and labor. After 
the last bank panic, in 1907, Congress provided the beginning of 
a bank system, the foundation of which was, not the debts of 
the government, but the promises of merchants to pay for goods 
when delivered to them for sale. Seven years later that begin- 
ning was rounded out into the reserve banking system under 
which, when a bank finds there is a demand for currency which 
it has not on hand, it takes a bundle of the promissory notes of 
the merchants who deposit with it and borrow from it, to the 
reserve bank and obtains legal tender bank notes equal to 75 
per cent of the face of such merchant notes. The notes will be 
paid, in the ordinary course of business, when the goods have 
been delivered and some of them have oeen sold. That banking 
operation is in no way related to the needs of the government 
for funds. It is based on the proposition that three out of the 
four notes given by merchants will be paid and the reserve notes 
issued to take the place of money issued by the government, 
either to pay its debts or as certificates saying gold or silver 
has been deposited with it, will be retired. In the old bank 
panic days the tools of business were withdrawn from business 
when the need was greatest and there had to be retrenchment. 
Now there is a method for getting more tools, limited only by 
the production and consumption that can be brought‘about. That 
is why the saturation point is such an elusive thing. There are 
still millions of Americans who do not own automobiles or 
houses. When they all do and are satisfied with what they have, 
it is suggested, the saturation point will have been reached. 





Saving Carriers From Themselves.—Whenever the Commis- 
sion saves a carrier from itself, or even when an examiner pro- 
poses that it do so, the gorge rises in the throats of the old 
timers who remember the railroad-baiting days. A report of that 
sort is that made by Examiner Arthur Kettler, in No. 18273, 
Vickers Petroleum Company vs. Missouri Pacific et al., reported 
elsewhere in this issue. He says the Commission should dis- 
miss that complaint and save the railroads from refunding to 
the complainant the money they were willing to return to it be- 
cause they thought they had done an unreasonable thing when 
they charged it 24.5 cents on gasoline from Potwin, Kan., to 
Westwego and St. Rose, New Orleans sub-ports, while they 
charged its competitors at near-by points in Kansas City only 
22 cents. The examiner’s report does not tell anything about 
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what the carriers said in the informal case in which they ex- 
pressed willingness to refund but were denied that privilege, for 
reasons also not disclosed in the examiner’s report. The two 
rates yielded ton-miles, the highest of which was only a point 
above half a cent. which, in the days when railroads boasted 
about their low ton-miles, was considered the minimum even on 
a heavy movement, such, for instance, as iron or steel. Inas- 
much as there is a return empty movement of 100 per cent, 
usually, on tank cars, the ton-miles would ve just half the figures 
mentioned. Seemingly, the Commission, when it refused to al- 
low the carriers, on the informal docket, to make refunds, 
looked at the low ton-mile figures, gasped, and said no. The 
fact that competitors of the complainant got transportation for 
such low ton-miles, apparently, did not appeal to it as a reason 
for allowing like treatment to be given to the complainant. Per- 
haps, if the complainant had alleged undue prejudice, it would 
have won, but there is no nutriment in a victory of that sort. 
It does not bring return of money. There is some question, 
raised by the facts stated in Mr. Kettler’s report, as to whether 
the complainant could have won such a dry-husk victory as that. 
Anyhow, if the report is approved, the complainant will find out 
that the rate was not unreasonable and, therefore, it was not 
hurt, even if its competitors got a lower rate. 





The Automobile as an Agency of Death.—In 1925 there was 
an automobile fatality for every 923 cars registered, the number 
of deaths being 21,627 and the number of registered automobiles 
19,954,347. These are the figures compiled by the Committee on 
Traffic Accident Statistics of the National Conference on Street 
and Highway Safety, of which Secretary Hoover is chairman. 
The fatalities reported.do not include those in which automo- 
biles are involved but which are charged against the heavier 
vehicle, such as the steam locomotive or electric railway car. 
The statement issued by the committee shows that the number 
of automobile deaths is 108 for each 100,000 of population. The 
bulletin on the subject, issued by the committee. in part, says: 


New York state ranked first not only in the number of automo- 
biles registered in 1925 but also in the number of deaths from auto- 
mobile accidents. In New York, one person was killed for every 731 
automobiles registered. Florida ranked first, however, in the propor- 
tion of fatalities compared with the number of automobiles registered. 
In that state, in 1925, one person was killed for every 597 cars regis- 
tered. In Iowa there were fewer deaths, compared with the number 
of cars owned, than in any other state, there having been in 1925 only 
one death to every 2,190 cars registered. The number of cars regis- 
tered can not be taken as a true index of the volume of automobile 
traffic. A state might have a comparatively small number of automo- 
biles registered and still rank high in the number of miles traveled 
by automobiles. The number of miles traveled per car, the number 
of miles traveled by cars registered in other states, etc., are factors 
to be considered before reaching any conclusions based on the figures 
presented. On the other hand, the increasing number of cars regis- 
tered should not lead to the belief that the number of deaths from 
automobile accidents must continue to increase. Nor should the in- 
crease in automobile fatalities be excused on the ground that the 
number of automobiles, and therefore the risk, has grown. Emphasis 
should be constantly given to the fact that the death rate from auto- 
mobile accidents is increasing rapidly year after year, and that the 
street hazard for everyone is becoming greater and greater. Better 
regulations must be enacted and enforced and better safety cam- 
paigns must be carried on. Were the number of automobiles constant 
year after year, it would be easier to gauge the effects of the various 
remedial measures already attempted, but the number of automobiles 
is increasing so rapidly as to present a tremendous problem in itself, 
a problem which necessarily calls for drastic safety measures. The 
fact that, according to the 1925 figures, for each auto fatality in Iowa 
there were 2,190 automobile registrations, while in Florida for each 
such fatality there were only 597 such registrations, indicates the 
much more serious effect of the increasing number of automobiles in 
one state than in another. 





Nice Twine, But—Postmaster-General New received a unique 
Christmas gift from L. O. Dies, postmaster at Loomis, Cal., a 
third class office. It was a ball of twine eighteen inches high 
and five feet in circumference, retrieved by Mr. Dies from letters 
and packages sent to his office in 1926. Mr. New thought so 
much of the gift that he had his bard sing a song about it for 
the edification of the public. Saving of twine by a postmaster 
at a third class office, probably, did not harm the public. But 
saving of twine in an office where there is much business, it 
might be suggested, is one of the causes of howls of anguish 
from men who wonder how so much time can be used by a 
postoffice organization in getting a letter from one place to 
another; also why the air mail, in many instances, seems to 
delay instead of expedite letters and parcels. Having a $10 a 
day carpenter stop to pick up the nails he drops is a wasteful 
service that has long been recognized. It was expensive when 
carpenters were getting only $2 a day and glad to get work 
five days a week. If there are postoffice employes who use 
twine wastefully dismissal or demotion, perhaps, would be the 
remedy. If there are offices in which there is so little to do 
that salvaging of twine is profitable, a good administrator, it 
might be suggested, would use his time to figure out more useful 
employment for the force, such, for instance, as the consolida- 
tion of offices to the end that the number of postmasters would 
be reduced. Drinking liquor and eating of mince pies, it might 
be suggested, are not the only forms known among men for 
sprees of intemperance. “Saving at the spigot and wasting at 
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the bung,” sayers of old saws may be able to recall, is another 
way to express the thought. 





How Things Have Changed.—They are about to try pneu- 
matic tires on street cars in Baltimore. The solid wheels, though 
the trucks have springs, jolt the passengers too much. They 
cannot tolerate such rough transportation. Yet the great-great- 
grandfathers of the jolted Baltimoreans who cannot stand such 
rough transportation, when they traveled by stage between 
Philadelphia and Baltimore, had to act as ballast to keep the 
vehicle from capsizing. When the driver yelled “lean to the 
right,” they obeyed; likewise when he told them to lean to the 
left. A short time before the Revolutionary War, the mother of 
General Wilkinson, who commanded the army of the United 
States when it consisted of about three companies, refused to 
move from a hamlet near Baltimore to 500 acres of land, includ- 
ing the site of the White House, because it was so far away from 
the backwoods settlements of Maryland. Even in Washington’s 
day it took a man a whole day to go from Alexandria to Mount 
Vernon, nine miles—if he was fortunate and did not get lost in 
the woods. Abigail Adams, it will be remembered, got lost in the 
woods on her way from Philadelphia to Washington, whither 
she was coming because the capitol had been moved to the fed- 
eral district. Tallyrand, in 1795, on his way to visit Jefferson, 
also lost his way in the forest, the roads being less than good 
trails. In those days a Virginian whose valuable horse had been 
stolen said he could not afford to go to Richmond, 140 miles, 
because the expense of prosecuting the known thief would be 
double the value of the animal. A further contrast, it might 
be suggested, was the freight rate from Philadelphia to Pitts- 
burgh. It was $120 a ton. There was then no tenth sec- 
tion to bother a man. If he had a ton of stuff to be carried, the 
common carrier was there to perform the hauling, provided the 
freight had a fair density per cubic foot.—A. E. H. 


VIEW OF RAIL EXECUTIVES 


Railway executives in all parts of the country take a cheerful 
view of business prospects in forecasts published this week in 
the Railway Age. They do not predict any such large increase 
of freight business as in 1926, but the consensus is that the 
heavy movement of traffic will continue. 

W. B. Storey, president of the Atchison, Topeka & Sania Fe, 
says: 


As far as we can foresee there should be about the same volume 
of traffic in 1927 as in 1926, except for some abnormal condition not 
now indicated. 


J. E. Gorman, president of the Rock Island, says: 


General conditions appear to be just as healthy as at this time 
last year, and with favorable crop conditions I see no reason why we 
camnot ag Bg as good or perhaps greater volume of business in 

as in 4 


E. J. Pearson, president of the New York, New Haven & 
Hartford, believes that, unless something unexpected occurs, 
“there should not be a great variation between the volimme of 
freight business in 1927 and 1926.” 

P. E. Crowley, president of the New York Central, says: 


From the information we can gather there are no bad spots in 
business in our territory. There has been a little slowing up in some 
lines; but generally speaking the outlook is favorable. 


Hale Holden, president of the Burlington, says: 


At this time I see no substantial reason to believe that the 
freight traffic in 1927 will not equal that of 1926, although all pre- 
dictions for the coming year are necessarily based upon crop results 
and the volume of the large items of tonnage, without interruptions 
by strikes or other artificial reductions. 


In spite of the cotton situation in the south, executives of 
southern lines speak optimistically. J. R. Kenly, president of 
the Atlantic Coast Line, says: 


There is reason to believe that during 1927 traffic in the south- 
east will continue to be heavy. Material progress is being made to- 
wards financing that portion of the cotton crop that will be ware- 
housed for future marketing. 


He believes that the present situation may result in bene- 
fiting the farmer’s position by bringing him to a realization of 
the need for a better balanced system of agriculture. 

J. M. Kurn, president of the St. Louis-San Francisco, says: 


The conclusion I reach is that traffic in 1927 should be as good 
as in 1926, as far as we are able to forecast at this time. 


W. R. Cole, president of the Louisville & Nashville, says: 
Considering the general business and economic stability existing 


throughout the country I think the prospects for at least a part 
of the year 1927 appear particularly favorable. 


L. A. Downs, president of the Illinois Central, says: 


The most encouraging thing about the large freight traffic in 
1926 from the standpoint of 1927 prospects is that it was occasioned 
entirely by current demands. The deduction to be drawn from this 
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state of facts is that business on the whole, despite possible minor 
disturbances, promises to continue good in the immediate future. 


Charles Donnelly, president of the Northern Pacific, says: 


The volume of traffic which the Norhtern Pacific will carry in 
1927 at least will equal and probably exceed that of 1926. 


Ralph Budd, president of the Great Northern, says: 


Prospects are for a normal volume of traffic in the northwest 
during 1927. 


The expressions of the railway executives indicate that cap- 
ital expenditures for improving and expanding railway prop- 
erties probably will continue in 1927 on as large a scale as 
within recent years. 

J. M. Davis, president of the Delaware, Lackawanna & 
Western, says: 


It will be necessary for the railways to invest capital in the 
future for improvements and expansion on even a larger scale than 
in the past, particularly if the railways are to be enabled to keep 
the cost of producing transportation within reasonable limits. 


Most of them stress the need for earning enough to pay 
dividends that will enable the railways to finance more largely 
in future by the sale of stock. W. J. Harahan, president of the 
Chesapeake & Ohio, says: 


I think it is desirable and is becoming feasible for the railroads 
to finance more largely by the sale of stock than has been the case 
within recent years. This is all contingent, however, on the proper 
treatment of the railroads, allowing them to earn sufficient that their 
credit may be well developed. 


Hale Holden, president of the Burlington, remarks that, in 
some portions of the country it seems more feasible than for 
many years for railroads to finance by sale of stock, but “that 
condition has not yet become uniform over the country.” He 
calls attention to the fact that “the railroads in the western 
group are still earning but little above 4 per cent on their prop- 
erty investment and until a larger return is earned it will likely 
not be possible to raise additional capital on satisfactory terms 
through the sale of stock.” 


Discussing regulation, the railway executives almost unani- 
mously oppose any legislation at this time, except, perhaps, to 
make consolidations voluntary, subject to the approval of the 
Commission. EH. E. Loomis, president of the Lehigh Valley, says: 


The railroads are being confronted with so many demands for 
expenditures on account of non-productive improvements that a 
situation of considerable seriousness is being developed. Demand 
for wholesale elimination of grade crossings, installation of automatic 
train control and similar items of a costly nature which in themselves 
may be valuable, but do not serve to increase the railroad’s traffic 
or its revenues, are presenting a greatly increased problem. 


Fred W. Sargent, president of the Chicago & North Western, 
expresses the consensus of railway executives when he opposes 
legislation now pending in Congress to provide for the appoint- 
ment of members of the Commission by regions: He says: 


Every member should be chosen for his ability and capacity to 
serve, and not because he represents any particular interest or comes 
from any particular part of the country. To select commissioners 
because of locality would, in effect, convert the Commission from an 
impartial, administrative and judicial tribunal into one of special ad- 
vocates for special interests. 


RAILROAD FUEL COSTS 


For the ten months ended with October, coal and fuel oil 
consumed by Class I railroad locomotives in freight and pas- 
senger train road service, not including switching locomotives, 
cost $265,196,749, as compared with $270,752,209 for the corre- 
sponding period of 1925, according to the monthly statement on 
railroad fuel costs issued by the Bureau of Statistics of the 
Commission. For October the cost amounted to $29,212,301, as 
compared with $30,177,100 for October, 1925. 


For the ten months ended with October, coal consumption 
amounted to 82,482,248 net tons, as compared with 79,409,289 
tons for the corresponding period of 1925. The average cost per 
ton was $2.61 as against $2.73 in the 1925 period. The total cost 
of coal was $215,277,164 as against $216,582,873 for the 1925 
period. Gallons of fuel oil consumed in the ten months totaled 
1,702,777,400, as against 1,699,628,580 for the corresponding period 
of 1925. The average cost per gallon was 2.93 cents as against 
3.19 cents in the 1925 period. The total fuel ojl cost was 
$49,919,585, as against $54,169,336 for the 1925 period. 

For October the coal consumption amounted to 8,973,390 
net tons, as against 8,989,740 tons for October, 1925. The average 
cost per ton was $2.62 as against $2.65 for October, 1925. The 
total cost was $23,498,719 as against $23,814,182 for October, 
1925. Gallons of fuel oil consumed in October amounted to 
190,812,366 as against 203,324,498 gallons in October, 1925. The 
average cost per gallon was 2.99 cents as against 3.13 cents in 
October, 1925. The total cost was $5,713,582 as against $6,362,918 
in October, 1925. 
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STEEL CASTING RATES ORDERED 


The Commission, by division 3, in No. 16496, National Car 
Coupler Company vs. Atchison, Topeka & Santa Fe et al., mime- 
ographed, has found rates on steel castings, from Attica, Ind., 
to St. Louis, Chicago, Peoria, Streator and Mt. Vernon, IIl., un- 
reasonable and unduly prejudicial. It has directed the making 
of rates in accordance with criteria in Jones & Laughlin Steel 
Corporation vs. Baltimore & Ohio, 96 I. C. C. 628, and awarded 
reparation because the rates charged the complainant, it said, 
were higher than those in the immediate territory. New rates 
are to be established not later than March 5. 

The Commission devoted a paragraph in its report to a 
setting forth of its reason for awarding reparation notwithstand- 
ing the general revision character of its decision in the Jones 
& Laughlin case. On that point and in disposing of the matter, 
the Commission said: 


In Jones & Laughlin Steel Corp. vs. B. & O. R. R. Co., 96 I. C. C. 
682, we found the fifth-class rates for the transportation of manu- 
factured iron and steel articles, in carloads, from points in the 
Pittsburgh district to St. Louis, Mo., and destinations in Illinois and 
Indiana to be unreasonable and unduly prejudicial and the commodity 
rates on the same articles from Illinois and Indiana points to the 
same destinations to be unduly preferential and prescribed a scale 
of rates to remove such unreasonableness and undue prejudice. In 
resisting an award of reparation in this case, defendants refer to 
our previous expressions to the effect that reparation will not ordi- 
narily be awarded where a general adjustment is made resulting in 
both increases and reductions. But complainant has been charged 
heretofore rates very much above the general level in the same im- 
mediate territory and in making sales has absorbed the difference 
between its rates and those of its competitors. Under the corcum- 
stances, it clearly has been damaged by the rate adjustment to the 
extent that its rates were above the somewhat higher level now 
prescribed. 

Following Jones & Laughlin Steel Corp. vs. B. & O. R. R. Co., 
supra, and upon this record, we find that the rates on steel castings, 
in carloads, from Attica, Ind., to St. Louis, Mo., and Chicago, Peoria, 
Streator, and Mt. Vernon, Ill., were, are, and for the future will be, 
unreasonable and unduly prejudicial to the extent that such rates ex- 
ceeded, exceed or may exceed specific rates in cents per 100 pounds 
set forth in the following = the distances stated: 


ate Rate 

Distance Cents Distance Cents 

100 miles and over 95 210 miles and over 200........ 20.5 
110 miles and over 100.. 6 220 miles and over 210........ 21 

120 miles and over 110.. 230 miles and over 220........ 21.5 
130 miles and over 120.. 5 240 miles and over 230........ 22 

140 miles and over 130.. 250 miles and over 240........ 22.5 
150 miles and over 140.. 5 260 miles and over 250........ 23 

160 miles and over 150.. 270 miles and over 260........ 23.5 
170 miles and over 160.. 5 280 miles and over 270..... 24 

180 miles and over 170.. 290 miles and over 280..... 24.5 
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190 miles and over 180.. 300 miles and over 290..... 25 
200 miles and over 190 320 miles and over 300........ 26 

In computing distances under the foregoing scale the shortest 
routes by existing connections for the interchange of carload traffic 
shall be used, embracing as a maximum the lines of not more than 
three line-haul carriers. Lines under common ownership or control 
should be considered as a single line, except that where a portion of 
the same railroad is used more than once, it may be counted as a 
separate line each time it is used. 

We further find that complainant made shipments as described 
and paid and bore the charge thereon and was damaged thereby 
in the amount that the charges paid exceeded those which would 
have accrued at rates on the basis herein found reasonable, and 
that it is entitled to reparation, with interest. Complainant should 
comply with rule V of the Rules of Practice. Evidence in affidavit 
form that shipments were made subsequent to the hearing and that 
charges thereon were paid and borne by complainant may be presented 
in the absence of objection by defendants. 


COMMISSION RAISES RATE 


The Commission, on reconsideration, in No. 16054, Texas 
Company vs. Kansas City Southern et al. (mimeographed), has 
reversed the finding of division 4, 101 I. C. C. 177, that the rate 
of 44 cents on liquid asphalt, between September 1, 1921, and 
December 1, 1921, from Port Neches, Tex., to Morrillton, Galla 
and Conway, Ark., was unreasonable to the extent it exceeded 
29 cents. The division awarded reparation to that basis. The 
railroads took an appeal to the whole Commission and obtained 
a modified finding, the new finding being that the 44-cent rate 
was unreasonable to the extent it exceeded 35 cents, or six cents 
more than the division thought reasonable. 

With a view to having the whole question of rates on liquid 
asphalt from Port Neches and Port Arthur before it the Com- 
mission reopened No. 14850, Deas Co. vs. Kansas City Southern, 
92 I. C. C. 256, and No. 15158, Standard Paving Co. vs. A. T. & 
S. F., 100 I. C. C. 233. 

In the first mentioned or Deas case, division 3 found that 
the assailed rate of 29 cents, prior to July 1, 1922, and 26 
cents thereafter, from the two ports to West Monroe, La., 
318 miles, was not unreasonable. In the second, or Standard 
Paving case, the same division found that the applicable rates 
of 38 cents prior to July 1, 1922, and 34 cents thereafter, from 
Port Neches and points taking the same rate, to Tulsa, were 
not unreasonable for the haul of 590 miles. 





On reconsideration the Commission said it found no reason 
for reversing or modifying the findings therein. It therefore 
affirmed them. 

Commissioner Meyer wrote a dissent in which Chairman 
Eastman and Commissioners Esch and McManamy joined. Com- 
missioner Campbell also dissented, but did not set forth his 
views. The four who joined in the separate report sharply 
criticized the six who, according to the four, approved excessive 
rates on a heavy-loading, low-grade commodity. In his dissent 
Mr. Meyer said: 


The majority finds the prior to July 1, 1922, rates of 38, 29, and 38 
cents would have been reasonable on liquid asphalt, in tank-carloads, 
from south Texas points to Oklahoma, Louisiana and Arkansas 
destinations for distances of 590, 318, and 506 miles, respectively. 
Such rates yield car-mile earnings of 40.6, 57.4 and 47.3 cents, based 
on a lading of 63,000 pounds, the average shown in two of these cases. 

Contrasted with the rates found reasonable are rates of 31.5, 19, 
and 25.5 cents voluntarily established in 1923 from and to the same 
points. While these voluntary reductions would not of themselves be 
sufficient to support a finding that the former rates were unreason- 
able, they may, and should be, considered in connection with the other 
evidence of record. 

I cannot reconcile the findings of Division 3 in two of these cases, 
here approved by the majority, with the finding of that division in 
Johns-Mansville Co. vs. Director-General, 61 I. C. C. 420, in which a 
rate of 31.5 cents on the same commodity from the same origin ter- 
ritory to Milwaukee, Wis., 1005 miles, was found unreasonable to the 
extent that it exceeded 29 cents subsequent to June 25, 1918. 
Neither can I reconcile the majority findings with our unanimous 
finding in Midcontinent Oil Rates, 1925, 112 I. C. C. 421, in which we 
prescribed a rate of 35 cents on refined oils from the south Texas 
group to St. Louis, 769 miles, and fixed 80 per cent of the refined 
oil rates as maximum reasonable rates for fuel and other low-grade 
oils. On that basis the rate on asphalt to St. Louis prior to July 1, 
1922, would have been 31 cents, very materially lower, distance con- 
sidered, than any of the rates approved by the majority. 

It is my view that the rates approved by the majority are exces- 
sive for this heavy-loading, low-grade commodity. 


REPARATION ON BRICK 


A finding of unreasonableness and an award of reparation 
have been made in No. 16525, Acme Brick Co. vs. Angelina & 
Neches River et al. (mimeographed), as to rates and charges 
on brick, from Perla and Fort Smith, Ark., to designated points 
in Texas, such as Beaumont, Dallas, Houston, Nacadoches, Pales- 
tine, Port Arthur and Wichita Falls, shipped between November 
27, 1923, and June 26, 1924. The Commission, in a report written 
by Commissioner Cox, found the rates unreasonable to the extent 
they exceeded rates made on the basis of the brick rates pre- 
scribed in Memphis-Southwestern Investigation, 77 I. C. C. 473, 
534, and awarded reparation to that basis. ~ 


GASOLINE RATE PRESCRIBED 


The Commission, by division 3, in No. 16467, Petroleum Prod- 
ucts Co. vs. Galveston, Harrisburg & San Antonio et al. (mimeo- 
graphed), has found a combination of rates, $1.745, on gasoline, 
in tank cars, from San Antonio, Tex., to Westwood, Calif., un- 
reasonable to the extent they exceeded or may exceed $1.575. 
The carriers, prior to the filing of the formal complaint, asked 
for permission to refund to the basis of $1.575 on the theory 
that the shipments had been misrouted. The Commission held 
otherwise. It said that the defendants, in their application, 
made no showing that the combination was unreasonable except 
their desire to have the lower rate apply via all routes. It was 
found that the applicable combination was $2.275 and that the 
shipments were undercharged. The complainant made a show- 
ing that the rates were unreasonable and the Commission so 
held. The lower rate is to be established not later than March 5. 


REPARATION ON CEMENT 


In a mimeographed report by division 3 in No. 16331, Mon- 
arch Cement Company vs. Chicago, St. Paul, Minneapolis & 
Omaha et al., the Commission has awarded reparation on a find- 
ing that charges assessed on cement, in carloads, from Humboldt, 
Kan., to Florence, Neb., were unreasonable. 

Complainant alleged that the rate of 20.5 cents charged on 
13 carloads of cement shipped from Humboldt to Florence be- 
tween October 9, 1922, and November 2, 1922, was unreasonable, 
unjustly discriminatory, unduly prejudicial, in violation of the 
long-and-short-haul clause and inapplicable. The Commission 
found that the charges assessed were unreasonable to the extent 
that they exceeded those that would have accrued at a rate of 
16 cents per 100 pounds, plus a switching charge of $6.30 per 
car, and that complainant was entitled to reparation to the basis 
of the charges found reasonable. 


ADVERTISING WINDMILLS 


The Commission, by division 3, in No. 17286, Traffic Bureau, 
Chamber of Commerce (Lynchburg, Va.), vs. Norfolk & Western 
et al. (mimeographed), has found that the classification rating 
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of windmill parts, by analogy, is applicable on wheels, with pro- 
peller blades, used to direct attention by their revolutions to 
advertising matter on signboards. The report also covers No. 
17362, Same vs. Same. 

The Chamber of Commerce brought the complaints on be- 
half of the Allen-Morrison Sign Company, one of its members. 
The question was as to what rating should be applied to the 
wheels, made of wood and sheet metal, which, to a layman, look 
like the wheels on a windmill, but do not perform the function 
of a wheel on a windmill, that of generating power. The car- 
riers had two thoughts on the matter. One was that they were 
sheet iron or sheet steel ware N. O. I. B. N. or wooden wheels 
in boxes or crates. All sorts of ratings and rates were applied 
because of the uncertainty about the classification rating and 
the failure of the sign company to box the parts. It crated 
them. The Commission found that, under the analogy rule, they 
were entitled to classification as windmill parts, taking “R25” 
in Official and third class in Western and Southern classifications 
and awarded reparation on shipments from Lynchburg to Peoria, 
Ill., and Navasota and Bryan, Tex. 


CORE SAND RATES 


The Commission, by division 3, in No. 17422, H. B. Smith 
Company vs. New York, New Haven & Hartford et al., mimeo- 
graphed, has found rates of 15 cents prior to February 17, 1924, 
and 14.5 cents thereafter, on core sand, from Provincetown, 
Mass., to Westfield, Mass., over an interstate route, were, are 
and for the future will be unreasonable to the extent they 
exceeded, exceed or may exceed 12.5 cents. It awarded repara- 
tion to that basis and ordered the new rate to be made effective 
not later than February 28. 


ADDING MACHINE RATINGS 


With Commissioner Aitchison writing a dissent in which 
Chairman Eastman and Commissioners Meyer and Cox con- 
curred, the Commission, on further hearing, in No. 13583, Bur- 
roughs Adding Machine Company et al. vs. Michigan Central et 
al., mimeographed, has affirmed the findings in the former re- 
port, 91 I. C. C. 378. They were that the ratings and rates on 
adding machines, in boxes, less-than-carloads, in Western Class- 
ification were not unreasonable in the past, but would be un- 
reasonable for the future to the extent that they exceeded one 
and a quarter times first class; and that the ratings and rates 
on adding machines, in boxes, in carloads, in the three classifi- 
cations were not unreasonable. 

Mr. Aitchison said he could not agree to the one and a 
quarter times first class in Western Classification territory. 
He said that apparently the complainants’ contention for first 
class was rejected on considerations of value. Assuming that 
that was the ground of the rejection he pointed out that ratings 
on more valuable speedometers, having a lower weight density, 
likewise computing scales and talking machines, were lower. 
He said the less-than-carload rating on adding machines should 
not exceed first class. 


STORAGE OVERCHARGE FOUND 


The Commission, by division 3, in No. 16806, Columbia Hog 
and Cattle Powder Company vs. Cleveland, Cincinnati, Chicago 
& St. Louis et al., mimeographed, has found inapplicable, in 
part, storage charges assessed on a less-than-carload shipment 
of stock powders from Indianapolis, Ind., to Kitchener, O., or- 
dered the refund of charges and dismissed the complaint. The 
shipment was made in October, 1922. Kitchener is a non- 
agency station. The shipment was made to a consignee with 
a postoffice address a fifth of a mile from the non-agency station. 

Instead of requiring prepayment the Big Four agent at 
Indianapolis, according to the report, billed the shipment, 
charges collect, to Lytle, O., about four miles from the address 
of the consignee. Notices were sent to the consignee, without 
affect on delivery. The consignee learned of the shipment be- 
ing at Lytle but when told of the freight and storage charges 
refused it. The consignor was notified that the shipment had 
been refused and was requested to give disposition orders. No 
reply was received but on January 15, 1923, the shipment was 
returned to the complainant from Cincinnati, to which point it 
had been sent. The Commission found that part of the storage 
charges were inapplicable. The complainant asked for refund 
of all storage charges and $15 as profit lost on the shipment. 
The Commission, however, held that storage charges after 
notice of refusal, were proper and awarded the complainant 
$3.24 as an overcharge. 





NEW COAL RATES ORDERED 


A finding of unreasonableness, an award of reparation and 
an order requiring the establishment of new rates not later than 
March 21 have been made in No. 17385, Albert Silk Coal Com- 
pany et al. vs. Atchison, Topeka & Santa Fe et al., mimeo- 
graphed, as to rates on bituminous coal, from mines in Arkansas 
and Oklahoma to Topeka and Lawrence, Kan. 

Commissioner Aitchison dissented on the ground that the 
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rates on coal prescribed in Southwestern-Coal Operators’ Asso- 
ciation vs. A. W. Ry. Co., 89 I. C. C. 73, used in this case as a 
standard, seemed to be less than reasonable maximum rates. 
For that reason he said he could not concur in their application 
as a test for the reasonableness of future rates to interior Kan- 
sas points, and the award of reparation on such a basis. 

The Commission, by division 2, found: 


That the rates on lump and slack coal from the Arkansas- 
Oklahoma group and from the Spadra, Ark., group to Lawrence were, 
are, and for the future will be unreasonable to the extent they ex- 
ceeded, exceed, or may exceed $2.80 per ton on lump coal, and $2.40 
on slack coal from the Arkansas-Oklahoma group, and $3.05 a ton on 
lump coal, and $2.40 on slack coal from the Spadra group. We further 
find that the rates on slack coal from the same points of origin to 
Topeka were and are not unreasonable; that the rates on lump coal 
from the said points of origin to Topeka were, are, and for the future 
will be unreasonable to the extent they exceeded, exceed, or may 
exceed $2.95 per ton from the Arkansas-Oklahoma group, and $3.20 
from the Spadra group. 


UNDUE PREJUDICE DAMAGE 


The Commission, by division 2, in No. 10255, J. D. Hollings- 
head Co. vs. Director-General, Adirondack & St. Lawrence et al., 
mimeographed, upon further hearing, has denied reparation on 
shipments of staves, from Crowder, Miss., to interstate des- 
tinations on account of alleged damage due to unduly prejudicial 
rates. The original report was made in 62 I. C. C. 147. The 
supplemental complaint which prayed for reparation was dis- 
missed. 

The main question in the case was whether the complainant 
had proved damage under the third section. A number of 
jurisdictional and procedural questions were involved but the 
Commission treated them as of no importance in view of its con- 
clusion that the complainant had not proved damage within the 
meaning of the law. 

Shipments involved were those made after September 6, 
1918. In the original report the Commission found the rates 
from Crowder not unreasonable but unduly prejudicial to the 
extent they exceeded the contemporaneous ones from Batesville 
and Charleston, Miss. The supplemental complaint, filed before 
the original decision was made, alleged unreasonableness and 
undue prejudice, the latter in comparison with rates from Bates- 
ville, Charleston and Greenwood, Miss. 

In the original report the Commission said the material 
facts in this case were substantially the same as those in Swift 
Lumber Co. vs. F. & G., 61 I. C. C. 485. That case was carried 
to the Supreme Court of the United States. In United States 
vs. I. C. R. R. Co., 263, 515, the Commission’s order in the Swift 
case was upheld. Thereupon the supplemental complaint in this 
case was set for hearing. In view of the findings in the original 
report, the Commission confined consideration of the supple- 
mental complaint to the question of reparation under section 3. 
The discussion and disposition of that point are as follows: 


Although the supplemental complaint is based on comparison 
of the Crowder rates with those from Batesville, Charleston, and 
Greenwood, complainant confined its evidence to a comparison with 
the rates from Charleston. It contends that because of the lower 
rates from Charleston the plant at that point was able to _ set 
the selling prices, which complainant had to meet by absorbing 
the excess freight charges over Charleston. 

Slack-barrel staves are manufactured at Crowder and Charles- 
ton under the same process, from the same character of timber, and 
are of equal value. Approximately 90 to 95 per cent of the staves 
shipped from those points are made from gum timber, and for that 
reason they are considered more suitable for the manufacture of bar- 
rels for asphalt and certain other commodities than staves shipped 
from certain other gum timber territory, because the latter 
contain a larger percentage of hackberry and cottonwood staves. 
However, all asphalt barrels are not made from gum staves, nor 
are the Crowder and Charleston staves used exclusively in the 
making of barrels for which no other staves are suitable. It is 
largely a matter of preference, and, at least as to barrels in- 
tended for shipment of most commodities, the question of price 
seems to have the greatest influence in the selection of the kind 
of staves used. Complainant testified that staves from Crowder 
to New Orleans were used in the manufacture of barrels for such 
articles as sugar, flour, salt, lime, potatoes and other vegetables, 
apples, fish, candy, bottles, asphalt, and wax. It is not contended 
that barrels made from gum staves originating at Crowder or 
Charleston are best adapted in coopering all of the commodities 
named. Neither does complainant contend that all of the shipments 
which it made to New Orleans were used for purposes for which the 
Crowder-Charleston staves was best adapted. 

During the period covered by the complaint the production of 
complainant’s plant at Crowder was 80,000 staves per day, and the 
production of the Charleston plant was the same, except for about 
two months in 1923 when the latter plant was not operated. 

During the years 1918 to 1924, inclusive, 1,086 carloads of bar- 
rel staves were shipped from Crowder, and 614 carloads from Charles- 
ton, notwithstanding which complaniant urges that the prices it 
was awed to charge were set by the prices charged by the Charles- 
ton plant. - 

Where a certain commodity is shipped by two plants located 
in the same vicinity, and one of those plants has the benefit of 
a lower freight rate than the other, an attempt on the part of the 
plant having the higher rate to increase the selling price to the 
extent of the difference in rates would result, in many instances, 
in failure to secure the business. The prices for the raw materials 
and the cost of manufacturing may be exactly the same to each, but 
the plant having the higher rate is handicapped to that extent. 
Complainant has endeavored to show that such a situation existed 
in this instance by showing that its staves and those manufactured 


at Charleston are preferred in coopering asphalt, and perhaps sugar,. 


solely because such staves run from 90 to 95 per cent gum. 
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facture gum staves, but it maintains that staves manufactured 
at other points do not run so high a percentage in gum. Such 
other plants could, of course, maintain a high percentage in gum 
staves by sorting. Whether such a practice is resorted to is not 
made clear upon this record. : B 

It is not entirely certain that complainant’s sole competition 
was with Charleston when shipping staves to manufacturers intend- 
ing to use barrels for coopering asphalt and poouy sugar, but 
it is clear that the competition was not so restricted when ship- 
ping staves to manufacturers intending to use barrels for other 
commodities. Complainant rarely knew for what commodity a manu- 
facturer was going to use its staves. 

We find that complainant has not shown with reasonable cer- 
tainty that it was compelled to forgo profits solely because its 
freight rates from Crowder exceeded the rates contemporaneously 


| available to its competitor at Charleston on like traffic, nor that 


the Charleston rates were the only, or proximate, cause of the in- 
jury alleged. The supplemental complaint will be dismissed. 


SIOUX CITY GETS REPARATION 


The Commission, in a report written by Commissioner Esch, 
in No. 14533, Traffic Bureau of Sioux City (Ia.) Chamber of Com- 
merce et al. vs. Baltimore & Ohio et al., mimeographed, on fur- 
ther hearing, has found rates on anthracite and bituminous coal 
from Lake Superior docks and on bituminous lump coal from 
various Illinois groups to Sioux City, Ia., unreasonable prior to 
the establishment of the rates prescribed in the original report, 
89 I. C. C. 170, and awarded reparation. 

Reparation was the only question involved in the case, other 
than the technical one of whether the finding of unreasonable- 
ness made in the Lake Dock Coal Cases, covering the rates as- 
sailed by Sioux City, would fit in this case. In that dock case 
the Commission found that the rates on the two sorts of coal, 
from the docks and from Illinois to Sioux City and other points 
were unreasonable and unduly prejudicial to the extent they ex- 
ceeded specified amounts. The Commission, in that report, set 
this one down for further hearing on the question of reparation. 

This case was considered in two parts, that is as to coal 
from the docks and from the Illinois groups. The rates from the 
docks, defended by different sets of carriers, was sub-divided on 
that account. ; 

Complainants did not rely wholly upon the previous finding 
but, said Mr. Esch, submitted many rate comparisons to uphold 
their contentions of unreasonableness, similarity of transporta- 
tion conditions and no change in conditions since the beginning 
of the. period for which reparation was asked, other than the 
general reduction of July 1, 1922, and the readjustment under 
the Holmes & Hallowell scale, 60 I. C. C. 687 and 69 I. C.-C. 11. 

The carriers defended generally but also contended that the 
rates prescribed were part of a general readjustment under the 
original report; also that the Commission had said that the 
question about rates to Sioux City was one of relationship. Un- 
der such conditions they said the Commission had denied rep- 
aration. In concluding his discussion, Mr. Esch said: 


Reparation is sought by 18 complainants on shipments made 
to them within two years prior to the filing of the complaint on De- 
cember 9, 1922, and before the rates prescribed were established on 
August 21, 1924. A petition of intervention was also filed at the 
further hearing on behalf of six other firms, which seek reparation 
on shipment made to them within two years prior to the filing of 
such petition on November 6, 1924, and prior to August 21, 1924. 
Evidence was introduced on behalf of all these complainants and ‘in- 
terveners, except two, that ay paid and bore the’ charges on all 
of the shipments consigned to them, which were bought f. o. b. the 
mines. Some of the parties, however, resold a few shipments f. o. b. 
the mines, and it was agreed by complainants and defendants that, 
in the event reparation should be awarded, these parties would ac- 
company their Rule V statements with an affidavit that they paid 
and bore the charges on all shipments covered by such statements. 

We find that the rates assailed during the reparation period 
were unreasonable to the extent that they exceeded the following 
amounts per ton of 2,000 pounds: From the Lake Superior docks 
$3.92 and $3.72 on anthracite and bituminous coal, respectively, prior 
to July 1, 1922, and on and after that date $3.53 and $3.35 on those 
respective kings of coal; and on lump coal $3.83 from the northern 
Illinois and Fulton-Peoria groups, $4.28 from the Springfield group, 
$4.50 from the Belleville and Centralia groups, and $4.61 from the 
southern Illinois district and Du Quoin group prior to July 1, 1922, 
and on and after that date $3.45, $3.85, $4.05, and $4.15 from those 
respective groups or districts. 

c We further find that complainants, except the American Coal 
 eny and Gorchow Brothers Coal Company, made shipments 
between December 10, 1920, and August 20, 1924, inclusive, and that 
interveners whose petition was filed at the further hearing likewise 
— shipments between November 7, 1922, and August 20, 1924, in- 
pend that such complainants and interveners paid and bore the 
charges on their respective shipments during those periods and have 
een damaged thereby to the extent that such charges exceeded those 
— would have accrued at the rates herein found reasonable; and 
= they are entitled to reparation, with interest. Complainants and 
jo erveners, except those above named, should comply with Rule V 

the Rules of Practice, and statements submitted thereunder should 
€ accompanied by affidavit that such complainants and interveners 


Paid and bore the charges on all shipments covered by their respec- 
tive statements. 


Commissioner Taylor wrote dissenting views. Commissioner 
Hall also dissented but did not give reasons for his non-concur- 
rence. Commissioner Taylor expressed the belief that repara- 
tion should be denied because the rates prescribed to Sioux City 
were part of a general readjustment involving both increases 
— reductions. In addition he pointed out that the Commission 

ad said that the question in respect of rates to Sioux City was 
one of relationship. In part, he said: 
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The majority report contains the following statement: 
“The interstate commerce act recognizes no distinction between 
relative unreasonableness and intrinsic or absolute unreasonableness.”’ 
his is true, but the interstate commerce act does recognize a 
difference between maximum reasonable rates, minimum reasonable 
rates, and maximum and minimum reasonable rates. In my opinion, 
reparation should not be awarded, except where we find rates to be 
in excess of a reasonable maximum. The reductions which we pre- 
scribed to Sioux City represented 7 to 8 per cent of the rates as- 
sailed; and certainly this slight change cannot but fall within the 
twilight zone between a minimum and maximum reasonable rate. 
In my opinion the rates to Sioux City assailed were not in excess 
of a reasonable maximum, and reparation should be denied. 


FLOUR LOADING SERVICE 


The Commission, December 30, by division 3, in No. 17222, 
Omaha Grain Exchange vs. Chicago, Burlington & Quincy et al., 
mimeographed, found the neglect and refusal of the carriers to 
sweep, pad and apply weather strips to cars furnished or to 
be furnished by them at Omaha for loading flour or other grain 
products in sacks, while contemporaneously performing that 
service at Kansas City without charge in addition to the line- 
haul rate, was unduly prejudicial to Omaha shippers and unduly 
preferential of shippers at Kansas City. The carriers, not later 
than March 10, are to establish and maintain regulations and 
practices that will prevent the undue preference and prejudice. 





RATE ON FARM WAGONS 


A finding of unreasonableness, an award of reparation and 
an order requiring a new rate not later than February 28, have 
been made in No. 17354, John Deere Plow Co. vs. St. Louis-San 
Francisco et al. (mimeographed), as to the rate on farm wagons 
from Fort Smith, Ark., to Fredericksburg, Tex. The Comniis- 
sion, by division 3, has found a combination of $1.30 unreason- 
able to the extent it exceeded, exceeds or may exceed $1.05. 
That is to be the new rate for the future and the basis for 
reparation. 


HARDWOOD CASE DISMISSED 


The Commission, by division 3, has dismissed No. 17240, 
Jackson (Miss.) Traffic Bureau, for J. L. Fetterman Lumber Co., 
vs. Illinois Central et al. (mimeographed), finding the rates on 
hardwood lumber, from points in Mississippi, such as Yazoo 
City, Rome and Water Valley, to Loudon and Harriman, Tenn., 
not unreasonable, as alleged in the complaint. The Commission 
said the ton-mile earnings, as shown by the defendants, com- 
pared favorably with the earnings under rates prescribed by it 
and that the record was not persuasive that the present rates 
were unreasonable as compared with rates in the same general 
territory. 


A. B. & A. REORGANIZATION 


The Commission by division 4, in finance docket No. 5454, 
Reorganization and Control of the Atlanta, Birmingham & 
Atlantic Ry. Co., mimeographed, has furthered the plans for 
the reorganization of that railway. It has authorized the 
Atlanta, Birmingham & Coast Co., the new company, to issue 
$5,180,344.07 of preferred stock and $150,000,000 of common 
stock without nominal or par value. 

Authority has been granted, in the same report, in finance 
docket No. 5470, Application of the Atlantic Coast Line, to the 
applicant to acquire control of the Atlanta, Birmingham & 
Coast by purchase of capital stock and to assume obligation 
and liability, as guarantor, in respect of the preferred stock 
of the A. B. & C. 

These authorizations are supplemental to those contained 
in the original report and certificate, issued October 26, 1926. 
In the original report the Commission authorized the reorgani- 
zation committee representing the bondholders and the new 
railroad company, which was to be incorporated, to acquire 
and operate the lines theretofore operated by the railway com- 
pany and its receiver. In the applications then acted upon, 
authority was sought by the new company to issue securities 
and by the Atlantic Coast Line to acquire control of the new 
company by a purchase of its stock and to assume obligation 
and liability with respect to such stock. 


The Commission said it would act upon those parts of the 
applications when the new company was organized. This report 
is upon a supplemental application in which the requests not 
acted upon in the first report were renewed. With a view to 
preventing opportunities for exploitation, and in disposing of 
the case the Commission said: 


As mentioned in our previous report, question has been raised 
regarding the propriety of certain proposed expenditures in con- 
nection with this reorganization, to be assumed by the Atlantic 
Coast Line Railroad Company in part consideration -for the stock 
it will receive. There has now been filed for the record a sworn 
statement of the items of expenditure in question, aggregating about 
$614,000 in amount. The major portion consists of attorney’s fees, 
receiver’s compensation, etc., fixed by the court. As to the 
remainder, we do not feel warranted in delaying action pending 
investigation of their propriety and reasonableness. The obligations 
of the new company, as a whole, are moderate. Reorganizations 
of railway companies, necessitated by excessive burdens of fixed 
charges or lack of earning power and involving heavy losses to 
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security holders, should not be made the opportunity for exploitation. 
As an aid to protecting the public interest, we shall require that 
full information regarding the expenses of reorganization be made 
a part of the public records of such proceedings. The applications 
will be granted, subject, however, to the condition that the Atlanta, 
Birmingham & Coast Railroad Company, in setting up its investment 
account, shall not include therein any amount in excess of the par 
value of the preferred capital stock authorized to be issued and, the 
amount actually received in consideration of the issuance of its 
no-par common stock. Subject to this condition, we find that the 
proposed issuance of securities and assumption of obligation and 
liability (a) are for lawful objects within the corporate purposes of 
the Atlanta, Birmingham & Coast Railroad Company and the 
Atlantic Coast Line Railroad Company, respectively, are compatible 
with the public interest, which are necessary and appropriate for 
and consistent with the proper performance by said companies of 
service to the public as common carriers, and which will not impair 
their ability to perform that service, and (b) are reasonably neces- 
sary and appropriate for such purposes. 

We also find that the proposed acquisition of control by the 
Atlantic Coast Line Railroad Company of the Atlanta, Birmingham 
& Coast Railroad Company by purchase of its capital stock, under 
the circumstances described herein, is in the public interest and 
that the consideration, terms and conditions are just and reasonable; 
but our authorization will be conditioned upon the retention of 
the stock by the controlling company until our further order. 


A. C. L. STOCK ISSUE CASE 


The Commission, by division 4, in finance docket No. 5935, 
Stock of Atlantic Coast Line, mimeographed, has authorized 
the applicant to issue $13,756,500 of common capital stock, con- 
sisting of 137,565 shares, each of the par value of $100, to sell 
the stock at not less than par and use the proceeds for the 
purposes stated in the report. The company said it desired to 
use the proceeds for its corporate purposes, including extensions 
of its lines and additions and betterments to its properties, the 
details of which it said it was not then in a position to furnish. 

The company expressed a willingness, said the report, to 
accept a condition in the Commission’s order that no part of 
the proceeds from the sale of the stock should be expended 
until the applicant had submitted, for the Commission’s ap- 
proval, a statement showing the general purposes to which the 
proceeds were to be devoted and had filed reports and data 
in connection with such statements as were required by the 
Commission’s order of July 22, 1924. The Commission accepted 
that offer and put such a condition in its order. Then it found 
that the issue would be for lawful ‘objects, compatible with 
the public interest, necessary and appropriate and consistent 
with the proper performance by it of its service to the public 
and would not impair its ability to perform the service and 
was reasonably necessary and appropriate for such purposes. 

Chairman Eastman, in a dissent, said: 


Under Section 20a of the interstate commerce act a _ pre- 
requisite to the authorization by us of any issue of securities is 
a finding that such issue is ‘‘reasonably necessary and appropriate’”’ 
for the lawful object in mind. These broad and comprehensive 
words impose a duty upon us that we cannot properly perform by 
mere reliance upon the judgment of the carrier’s management. 
While I think that the issue of stock, where possible, is much to 
be desired in preference to continual issue of bonds, it does not seem 
to me that applicant has here shown with clarity that the further 
issue of any kind of securities is ‘‘reasonably necessary.’’ Further- 
more, assuming that there is such need, it does not seem to me that 
the applicant has shown that the amount of stock for which authority 
is sought is ‘‘reasonably necessary and appropriate” for the object 
in mind. In other words, applicant has not shown that the funds 
desired could not reasonably and appropriately be secured by the 
issue of a lesser amount of the stock. 

Applicant’s stock is selling in the market at more than $200 per 
share. Yet it proposes to issue this new stock to its stockholders 
at par, $100 per share. This is equivalent to a substantial stock 
dividend. I do not suggest that it should attempt to secure the 
present market value from its stockholders, but there is plenty of 
room in a margin of more than 100 points to arrive at a price 
sufficiently liberal to induce free purchase without descending to 
par or anything like par. This is a question with which I have 
for many years been familiar from experience with laws of Massa- 
chusetts, and which I could without difficulty discuss at length. It 
is sufficient for present purposes to say that I am persuaded that 
it is desirable, in the public interest and in the interest of sound, 
conservative corporate financing, that the capitalization of a railroad 
or public utility company should be kept as low as is reasonably 
possible, and that no greater amount of either bonds or stock should 
be issued than can be shown to be “reasonably necessary and 
appropriate.”’ 


GEORGIA AND FLORIDA PLANS 


With reservations and conditions, and admittedly constrained 
thereto by considerations which would not move it to favorable 
action on a new project, the Commission, by division 4, in finance 
docket No. 5812, reorganization and extension of Georgia & 
Florida Railway (mimeographed), has approved the plan for 
putting that property on its feet. The report also covers No. 
5860, issuance of securities and assumption of obligations by 
Georgia & Florida Railroad. 

New construction, from Augusta, Ga., to Greenwood, S. C., at 
an estimated cost of $2,181,000, without any allowance for a 
bridge over the Savannah River at Augusta, or any equipment 
is authorized. The Georgia & Florida expects to use the bridge 
of the Southern at that point, but if arrangements are not made 
it proposes to construct a bridge at a cost of about $275,000. 

This reorganization is a move to take the property out of 
receivership that was begun in March, 1915, and, by building 
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the extension, make it a property that will pay its way. Owned 
and operated lines amount to 406 miles. The extension would 
be 56 miles long. 


The road has attracted attention on account of the promi- 
nence of those connected with it: The late John Skelton Wil- 
liams, who was comptroller of the currency, and his brother, 
R. Lancaster Williams, being heavily interested in the property 
and active in its management both as officers and receivers, 
Among those appearing for the applicants are Brice Claggett, 
McAdoo, Neblett & O’Connor, C. C. McChord and Francis H, 
Weston, names more or less familiar in Railroad Administration 
and Commission work. The decision, as summarized by the 
Commission in the head notes, is as follows: 


1. Certificate issued authorizing R. Lancaster Williams or the 
Georgia & Florida Railroad (1) to construct and operate an extension 
of the line of the Georgia & Florida Railway from Augusta, Ga., to 
Greenwood, S. C.; (2) to acquire and operate the lines of railroad 
of the said Georgia & Florida Railway. 

2. Acquisition of control by R. Lancaster Williams of the Georgia 
& Florida Railroad of the line of railroad of the Statesboro Northern 
Railway, by lease, approved and authorized. 

. Authority conditionally granted to the Georgia & Florida Rail- 
road to issue (1) not exceeding $9,000,000 of 6 per cent preferred stock 
aad 100,000 shares of common stock without par value; (2) not ex- 
ceeding $5,000,000 of first-mortgage 6 per cent gold bonds; and (3) 
not exceeding $1,500,000 of non-mortgage 6 per cent income deben- 
tures; said securities to be used in connection with the reorganization 
of the said Georgia & Florida Railway, the construction of said ex- 
tension, and for other purposes; and to assume obligation and liability, 
as guarantor, in respect of $750,000 of Georgia & Florida Railway 
equipment-trust certificates and a loan of $792,000 to the receiver of 
the Georgia & Florida Railway under section 210 of the transporta- 
tion act, 1920, as amended. 


In discussing the railroad, giving its reasons for approving 
the plan and disposing of the matter, the division, with Chairman 
Eastman dissenting, said: 


The necessity of radical action for the protection of creditors 
and for the preservation of the carrier as an operated facility has 
for years been apparent. The inherent weakness of the property 
has been its location with reference to traffic movements and to 
other lines serving the same general territory. Its general direction 
is from northeast to southwest, substantially . paralleling the coast 
of the Atlantic Ocean and intersecting nearly at right angles the 
principal lines of railroad traversing southern Georgia and extending 
to the coast, including the Central of Georgia, the Seaboard Air Line, 
the Atlantic Coast Line, the Southern, the Atlanta, Birmingham & 
Atlantic, and the Georgia, Southern & Florida. To none of these 
was it able to offer material aid as an intermediate carrier. Lacking 
advantageous connections at both north and south, it has not been in 
position to participate. to any considerable extent in the large move- 
ment of traffic between the northeast and the southeast, which has 
been carried very largely by the strong systems of the Atlantic Coast 
Line, the Seaboard Air Line, and Southern Railway. Its function has 
been substantially that of a local line, although this disadvantage 
has been overcome in some degree during recent years, apparently 
through vigorous solicitation of traffic. Doubtless this was aided by 
the experience and influence of the late receiver, who for many years 
was prominent in railway management in the southeast. 

Cases like the instant case appear occasionally in the constant 
procession of applications which passes before us. As we have said 
in similar cases heretofore disposed of, if the application in question 
represented an entirely new enterprise we probably could not approve 
it. That is the situation in this case. As an original proposition in- 
volving a corresponding amount of new construction the reasonable 
expectations of the operation of the property would hardly warrant 
the launching of this amount of new mileage. However, that is not 
the question with which we are confronted. The existing mileage 
has been operated for many years. Communities have been developed 
and other interests have become associated with the existing prop- 
erty. This aspect of the case was developed in connection with the 
application of the Georgia & Florida for a loan, further discussed 
hereinafter. The abandonment of this railroad would be a calamity 
to thousands of individuals and many communities. Those who are 
responsible for the management of this property and who have their 
money invested in it believe that the plan which they have presented 
is the only one which promises to keep the road in the service of the 
public. They believe that the construction of the extension will be 
the means of saving the life of the entire property. Four hundred 
and forty-four miles of this railroad have been created in the past. 
Without the extension the prospects are most unfavorable. With 
the extension the existing mileage, together with the new, may live. 
No other plan for the preservation of the property in the service 
of the public has been presented to us. We know of no one else 
who could be induced to assume the responsibilities involved in the 
operation of the applicant. If the plan before us were offered as a 
plan for general application to all kinds of railroads in this country 
we could not approve it. In view of all the circumstances of this 
case we feel constrained not to withhold our approval. We therefore 
find that the public convenience and necessity require (1) the con- 
struction of the Greenwood extension, as proposed in the application: 
and (2) the operation of the lines of the Georgia & Florida Railway, 
including the extension, by R. Lancaster Williams or the Georgia & 
Florida Railroad, as proposed. Our certificate will be conditioned 
upon the commencement of construction before July 1, 1927, and its 
completion before July 1, 1929. A request for permission to retain 
excess earnings of the extension was withdrawn at the hearing. 

We further find that the acquisition of control of the line of the 
Statesboro Northern Railway by R. Lancaster Williams or the Georgia 
& Florida Railroad, by lease, as proposed in the application, is in 
the public interest, and that the consideration, terms and conditions 
are just and reasonable. 


In considering the propriety of the proposed issues of securities 
there are two circumstances which seem to require our special con- 
sideration. The first is the proposal to issue $800,000 of first-mortgage 
bonds, to be deposited with the secretary of the treasury as security 
for a loan of $792,000 from the United States Government under sec- 
tion 210 of the transportation act, 1920. This loan was originally au- 
thorized by us on March 23, 1921, as reported in 67 I. C. C. at page 
301. The amount of the loan authorized was $800,000, but it appears 
that only $792,000 was actually loaned. The loan was evidenced by 
a note given by the receiver in favor of the government, secured 
by deposit of receiver’s certificate in the amount of $800,000. This 
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loan matured on January 31, 1924, and was extended for an additional 
period of three years by our certificate issued July 15, 1924, 90 I. 
Cc, C. 407. The extended loan will, therefore, mature on January 31, 
1927. Application has now been filed for a certificate authorizing an 
additional extension of the full amount of the loan of $792,000, secured 
py deposit of bonds as aforesaid. The propriety of granting a further 
extension and, if granted, the amount and nature of the security 
to be required, must be considered in another proceeding. To pro- 
vide for a possible increase in the par amount of bonds that may 
be required as collaterial, our order will provide for the reservation 
of $1,100,000 for use as such security. As this requirement will re- 
duce the amount of bonds available for other purposes, consideration 
will be given to any further application that may be deemed neces- 
sary. 

Secondly, in the plan of reorganization, as originally filed, an al- 
lowance of $243,000 in the cash requirements was made to cover “gen- 
eral purposes, receivership and reorganization expenses, preparation 
of new securities, court charges, legal fees, etc.’’? Since the hearing, 
an additional statement has been filed in which it is estimated that 
the total maximum requirements for the aforesaid purposes should 
be not less than $492,000, itemized as follows: 


Compensation and expenses (other than legal expenses) of the 
bondholders’ committee, which has been in existence since Febru- 
ary 1, 1916, $125,000 

Legal expenses of reorganization, $76,000. 


Printing, engraving, trustees’ and depositaries’ fees and expenses, 
incorporation fees and expenses, and recording fees, $51,000. 


Receivership expenses, including compensation to receiver, legal 
and other expenses incident to winding up the receivership, which 
has existed since March 27, 1915, $240,000. 


Upon oral argument, the details of these proposed expenditures 

were given in greater detail and the above assignments modified, but 
without descrease in the total. To meet these items, an amount of 
$243,000 is proposed to be reserved from the proceeds of securities, 
and, in adidtion, it is proposed to reserve for issue to the beneficiaries 
preferred stock of the par value of $550,000, as already mentioned, and 
500 shares of the no-par common stock, the former to be valued at a 
large discount. : 
_ As _ we said in our report in Missouri-Kansas-Texas Reorganiza- 
tion, 76 I. C. 4, at page 106, there is an important question of 
public interest involved in the capitalization of expenditures in con- 
nection with reorganizations. This is particularly true where the 
reorganization is necessitated primarily by lack of earning power and 
by excessive fixed charges of the reorganized company. In the case 
now before us, the ability of the new company to carry its proposed 
indebtedness and to maintain adequate operation must be considered 
more than usually problematical. The necessity, therefore, of con- 
serving every dollar that may contribute to its efficiency, or reduce 
its obligations, is obvious. It is also obvious that the public interest 
requires that reorganization proceedings shall be free from any sus- 
picion of exploitation. It is our view that in authorizing the issu- 
ance of securities to be devoted to the expenditures for reorganiza- 
tion and the winding up of receiverships incident thereto, we should 
have before us convincing evidence that such expenditures are neces- 
sary and reasonable. We shall, therefore, condition our authorization 
in this case upon the filing for the record of an itemized statement 
of the amounts actually required, with an adequate description of 
the services covered by each principal expenditure; the name of the 
proposed payee; the compensation already received, if any; and the 
portion of compensation to be paid in securities, if any with the 
valuation thereof, no securities or proceeds of securities to be 
used for such expenditures until further authorized by us. 

On September 17, 1926, we authorized the receiver to assume 
obligation and liability in respect of $750,000 of Georgia & Florida 
Railway equipment-trust certificates. Georgia & Florida Ry. Equip- 
ment Trust, 111 I. C. C. 789. Pursuant to the application, the new 
company will be authorized to assume this liability, as well as that 
of the loan of $792,000 under section 210. 

With the conditions stated, we find that the proposed issues of 
securities and assumption of obligation and liability by the Georgia 
& Florida Railroad, as aforesaid, (a) are for lawful objects within 
its corporate purposes, and compatible with the public interest, which 
are necessary and appropriate for and consistant with the proper per- 
formance by it of service to the public as a common carrier, and 
which will not impair its ability to perform that service, and (b) 
are reasonably necessary and appropriate for such purposes. 

An appropriate certificate and order will be issued to carry these 
findings into effect. 


T. & P. CONTROL OF C. & N. 


The Commission, December 29, made public its formal re- 
port in Finance Docket No. 5840, authorizing acquisition by the 
Texas & Pacific Railway Company of control of the Cisco & 
Northeastern Railway Company, by purchase of capital stock. 
The C. & N. line extends from Cisco to Breckenridge, Tex., a 
distance of 28 miles. It connects at Cisco with the T. & P., 
Which is a subsidiary of the Missouri Pacific. The Commission 
said that provision for acquisition by the T. & P. of a con- 
trolling interest in the stock of the C. & N. was contained in 
a contract dated September 13, 1926, between the T. & P. and 
R. Q. Lee, president of the C. & N. The T. & P. agreed to buy 
not less than 2,109 shares of the C. & N. for $210,900, or par, 
and further agreed to purchase 48214 additional shares at par 
if offered within thirty days after approval of acquisition of 
control had been obtained from the Commission. Attention was 
directed to the fact that the Cisco & Northeastern had been 
authorized to extend its line to Throckmorton, Tex. ‘The 
Commission said a mere change in the ownership of the stock 
of the C. & N. obviously could have no effect upon the estab- 
lished need of the people of Throckmorton county for railroad 
facilities, nor relieve the parties from responsibility for repre- 
Sentations made to the Commission with regard thereto. It said 
it was fully justified in the assumption that the work of con- 
structing the extension would proceed promptly. If the work 
did not go forward, it said, it could deal with the matter under 
cede vested in it by paragraph 21 of section 1 of the 
iterstate commerce act. The Railroad Commission of Texas 

ad recommended that the application be granted, but was of 
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the opinion that there should be a proviso requiring the T. & P. 
to bring about the extension of the C. & N. to Throckmorton. 





ABANDONMENT AUTHORIZED 


The Commission, by division 4, in finance docket No. 5486, 
Abandonment of Portion of Branch Line by Northern Pacific, 
mimeographed, has issued a certificate authorizing the applicant 
to abandon a part of a branch line in Gray’s Harbor county, 
Washington, about 4.66 miles long. The part of the road to be 
abandoned forms part of the line extending from Centralia to 
Ocosta. The Washington commission held the hearing but made 
no recommendation. Canners on South Bay protested. The line 
was built to serve canning plants and a whaling establishment. 
The tonnage has fallen from 16,452 tons in 1921 to 1,625 tons 
in 1925. In 1925 the branch hauled only 6 passengers. The 
people along the line, estimated at 1,000, can use other methods 
of transportation, such as barges and trucks. 


SECURITIES APPLICATION DENIED 


The Commission, in finance docket No. 5253, has denied an 
application of the Texas Panhandle & Gulf Railroad Company, 
a Texas corporation, and a New Mexico corporation of the same 
name, for authority to issue securities in connection with con- 
struction of proposed lines of railroad from Fort Worth to 1’sr- 
rin, Tex., and from Seymour, Tex., to Tucumcari, N. M. The 
Commission said the applications of the companies for authority 
to build the lines had been denied without prejudice and that 
the issue of stocks and bonds to procure the funds for such 
construction would be unnecessary. 





BOND AUTHENTICATING CASE 


The Commission, by division 4, in finance docket No. 5049, 
Bonds of Alabama Great Southern, mimeographed, has author- 
ized the applicant to procure the authentication and delivery 
to it of $500,000 of first consolidated mortgage 5 per cent gold 
bonds, series A, to be held by it until further order in the 
matter. The object was to procure the authentication and 
delivery of $500,000 to cover, in part, capital expenditures made 
in the year ended July 31, 1926. The terms of the mortgage 
limit issues to $500,000 a year. The carrier made a showing 
that in the year mentioned it made capital expenditures, not 
yet covered, amounting to $1,196,088.69. 

Chairman Eastman dissented. He said he doubted whether 
authority from the Commission for authentication and delivery 
was necessary. But, he said, if it were, he did not believe 
it should be granted in this case. Applicant, he said, was quite 
able to finance by ‘an issue of stock. He said that if it should 
henceforth need to issue additional securities, that method of 
financing should certainly receive careful consideration. It did 
not seem to him, he said, that the question of financing should 
be prejudged at this time, even by implication, through the 
authentication and delivery of further bonds. 


SUSPENDED TARIFFS 


In I. and S. No. 2815, the Commission has suspended from 
December 26 until April 25 schedules as published in Boyd’s 
I. C. C. No. A-1724, and supplements No. 44 to Johanson’s I. C. C. 
No. 1741. The suspended schedules propose to readjust the 
rates on petroleum and petroleum products, carloads, from 
points in Kansas and Missouri located in so-called Kansas 
groups 1 and 2 to destinations in Indiana, resulting in both 
increases and reductions. The following is illustrative, rates 
in cents per 100 pounds: 

———_——__ From 
Kansas Group 1 
(Kansas City) Kansas Group 2 

To— Present Proposed Present Proposed 

Indianapolis, Ind. 381% 41 42 4 


PE ins cc cocevnnkncacte 3816 43 42 43 
ens wonton es 42 45 4515 45 
TN © skeet widen sdsghcbas 42 46% 4516 46% 


In I. and S. No. 2816, the Commission has suspended from 
December 27 until April 26 schedules as published in supple- 
ments Nos. 63 and 65 to Fonda’s tariff I. C. C. No. 174. The 
suspended schedules propose to restrict the application of com- 
modity rates on wire and nails when shipped in mixed carloads 
with various other iron and steel articles, from Shreveport, La., 
to points in Texas, and between points in Texas on interstate 
traffic, so that these rates will not apply when the weight 
of the wire and nails exceeds 50 per cent of the entire ship- 
ment. This restriction would result in increased charges, by 
use of higher class rates, on all mixed carload shipments; 
when the weight of wire and nails would exceed 50 per cent 
of the entire shipment. 

In I. and S. No. 2817, the Commission has suspended from 
December 27 until April 26 schedules as published in supple- 
ment No. 10 to Union Pacific I. C. C. No. 3287. The suspended 
schedules propose to cancel the joint through rates on hay and 
straw, carloads, from Union Pacific Railroad stations in Colo- 
rado, Kansas and Nebraska to destinations in Mississippi Valley 
territory, resulting generally in the application of higher com- 
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bination rates. The following is illustrative, rates in cents per 
100 pounds on hay, carloads: 


From— Present Proposed 
*52 


Topeka, Kans., to New Orleans, La............-.+++: 47 

Concordia, Kans., to New Orleans, La............++-- 5414 *5914 
Bennett, Colo., to New Orleans, La.............++-+- 61% *81 
Deer Trial, Colo., to Brinkley, Ark. .............eee0- 59 *67 


*Kansas City, Mo., combination. 


In I. and S. No. 2818, the Commission has suspended from 
December 26 until April 25 schedules as published in the fol- 
lowing tariffs: The Baltimore & Ohio: Supplement No. 10 to 
I. Cc. C. No. 20578; the Pennsylvania R. R. Co.: Supplements 
Nos. 18, 19 and 20 to G. O.-I. C. C. No. 14325. The suspended 
schedules propose to reduce the rates on vegetable stearines 
other than cocoanut, to the same basis as published on oleo 
stearine from New York rate points, and other points related 
thereto, including Philadelphia and Baltimore, to the Virginia 
cities. The following is illustrative: 


Rates in cents per 100 pounds on vegetable stearines, other than 
cocoanut, in barrels, from New York, N. Y. 
To Norfolk, Va.: 

ed ow hoe e ee RT oe RE MEREES HOGER YS ES 

DE fC. cticcveoss tne gicbetseecweveseus 35 24 


Present Proposed 
31 24 


COMMISSION ORDEES 


The order entered in No. 14781 (and Sub. Nos. 1 to 3, incl.). 
Oklahoma Traffic Assn, et al. vs. Alabama Great Southern et al., 
on July 9, 1926, is modified so as to provide that the scale of 
rates prescribed for application from New Orleans, La., and 
points in Louisiana taking the same rates and from Sugarland 
and Texas City, Tex., to points in Oklahoma need not be estab- 
lished to the following points in Oklahoma: Tyrone, Hooker, 
Optima, Guymon, Goodwell and Texhoma, and that the petition 
of the Chicago, Rock Island & Pacific and Chicago, Rock Island 
& Gulf, in so far as it asks for a modification of Fourth Section 
Order No. 9344, entered in this proceeding, has been denied. 


The Commission has reopened for reconsideration on the 
record as made, No. 15850, Colgate & Co. vs. Pennsylvania et al. 

The Commission has dismissed No. 11926, Cannon Manufac- 
turing Co. vs. Director General, as agent, and Southern, for want 
of prosecution. 

The Commission has denied the petition of complainant for 
rehearing in No. 17484, C. H. Wheeler Manufacturing Co. vs. 
Atlantic Coast Line et al. 

The petition filed on behalf of Director General to vacate 
and set aside the reparation order entered in No. 11218, Wilbur 
Lumber Co. et al. vs. Director General, as agent, Pittsburgh, Cin- 
cinnati, Chicago & St. Louis et al., No. 10245, Wilbur Lumber Co. 
et al. vs. Director General, as agent; Santa Fe et al., and No. 
11230, F. C. Mintzlaff et al. vs. Director General, as agent, Santa 
Fe et al., on February 8, and to reopen for reconsideration, re- 
argument or rehearing, has been denied. 

The motion filed on behalf of Director General to dismiss 
the complaint for lack of prosecution under No. 14891 (Sub. 1), 
Edward M. Fowler vs. California Southern, Director General, as 
agent, et al., has been denied. 

The motion of defendant to dismiss the complaint under No. 
18776, Port Crescent Sand & Fuel Co. vs. Wheeling & Lake Erie, 
has been denied, without prejudice to renew it at the hearing. 

The complainant’s petition for rehearing, in No. 17199, Tom- 
kins-Summer Co. vs. Baltimore & Ohio et al., has been denied. 

The petition of defendants for further hearing in No. 17863, 
Bunker Hill & Sullivan Mining & Concentrating Co. vs. Oregon- 
Washington Railroad & Navigation Co. et al., has been denied. 

The complainant’s petition for reargument in No. 16314, 
Northern Potato Traffic Assn. vs. Baltimore & Ohio et al., has 
been denied. 

The effective date of the order entered in No. 17262, J. 
Nooney & Co., Inc., vs. Pennsylvania et al., on September 8, 
1926, as subsequently modified, is postponed until further order 
of the Commission. 


The defendant, Missouri Pacific Railroad, has been author- 
ized and directed to pay unto complainant, Lincoln Traction Co., 
on or before February 1, 1927, the sum of $3,837, with interest 
thereon at the rate of 6 per cent per annum from March 25, 1923, 
as reparation on account of unreasonable rates charged for the 
transportation of eighty-seven carloads of crude and fuel oil 
from Smackover, Ark., to Lincoln, Neb., in No. 17010, Lincoln 
Traction Co. vs. Missouri Pacific. 

The Commission has reopened for further hearing, at such 
time and place as it may hereafter direct, No. 16039, Florence 
Chamber of Commerce vs. Southern et al. 

The complainant’s petition for rehearing, reargument on 
brief and reconsideration, or reargument on brief and recon- 
sideration on the record as made, in No. 16039, Florence Chamber 
of Commerce vs. Southern et al., has been denied, in view of 
the action of division 3 in reopening the case for further hearing. 

The Commission has reopened for further hearing, at such 
time and place as it may hereafter direct, No. 15219, Mont- 
gomery Cotton Exchange vs. Seaboard Air Line et al. 

The Western Union Telegraph Company has been permitted 
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to intervene in Valuation No. 903, the Philadelphia, Baltimore 
& Washington R. R. Co. 

The order entered in No. 14781 (and Sub. Nos. 1 to 3 incl.), 
Oklahoma Traffic Association et al. vs. Alabama Great Southern 
et al., on July 9, 1926, which was by its terms to become effective 
on October 28, 1926, as modified to become effective on later 
dates, is further modified so as to become effective on February 
28, 1927. 

The defendants’ petition for rehearing in No. 10526, Ana- 
conda Copper Mining Co. et al. vs. Director-General, as agent, 
Ann Arbor Railroad et al., and No. 10581, American Smelting & 
Refining Co. et al. vs. Director-General, as agent, Ann Arbor 
Railroad et al., has been denied. 

The Knoxville Iron Company and Alabama Iron & Steel 
Shippers’ Conference have been permitted to intervene in No. 
18922, East Side Manufacturers’ Association vs. Aberdeen & 
Rockfish et al. 

The Dubuque Shippers’ Association has been permitted to 
intervene in No. 19017, the Inland Waterways Corporation, oper- 
ating Mississippi-Warrior Service vs. Chicago Great Western 
et al. 

W. S. Dickey Clay Mfg. Co. has been permitted to intervene 
in - 18812, Shearman Concrete Pipe Co. vs. Missouri Pacific 
et al. 

Cumberland Chamber of Commerce has been permitted to 
intervene in No. 18880, the Cumberland Cement and Supply 
Co. vs. Baltimore & Ohio et al. 

The order entered in No. 16935, Apache Powder Co. vs. 
Santa Fe et al., and No. 16966, Same vs. El Paso & Southwestern 
et al., on October 30, 1926, which by its terms is made effective 
on December 31, 1926, is modified so that it shall become effec- 
tive on March 1, 1927, instead of on December 31, 1926. 

The Empire Produce Company has been permitted to inter- 
ee in No. 18650, Peninsula Produce Exchange vs. Pennsylvania 
et al. 

The Board of Trade of the City of Chicago has been per- 
mitted to intervene in No. 18715, Baltimore Chamber of Com- 
merce vs. Ann Arbor et al. 

Swift & Company, has been permitted to intervene in No. 
18836, Blayney-Murphy Co. vs. Santa Fe et al. 

The St. Joseph Grain Exchange and Omaha Grain Exchange 
have been permitted to intervene in No. 18860, Des Moines Ele- 
vator & Grain Co. et al. vs. Chicago, Burlington & Quincy et al. 

The Dubuque Shippers’ Association has been permitted to 
intervene in No. 18874, Bellevue Sand & Gravel Co. vs. Chicago, 
Burlington & Quincy et al. 

The Southern Pine Association has been permitted to inter- 
vene in No. 18881, Underwood Lumber Corp. vs. Central of 
Georgia et al. 

The Arkansas Power and Light Company has been permitted 
to intervene in No. 18918, Arkansas Light and Power Co. vs. 
Alton & Southern et al. 


PETITIONS FOR REHEARING, ETC. 


The complainant in No. 14915, Orange Chamber of Com- 
merce vs. Alexandria & Western et al., has asked the Commis- 
sion to make more definite and certain its order in that proceed- 
ing under date of April 23, 1925, so that it will be clear by the 
terms thereof that the order is applicable to all defendants in 
said cause, instead of being applicable only to the Gulf, Colo- 
rado and Santa Fe, the Kansas City Southern, and International- 
Great Northern, and particularly that the same is applicable to 
Christie & Eastern and Neame, Carson & Southern. 

The state of North Dakota, doing business as the Mill and 
Elevator Association, and the North Dakota Terminal Exchange, 
have asked the Commission for reargument and rehearing; for 
modification of order, so as to provide for further suspension 
of proposed transit charges; and for an order requiring general 
investigation concerning transit in Western Trunk Line terri- 
tory, in No. 16982, Minnesota-Transit Millers vs. Ann Arbor et 
al., and I. and S. No. 2548, transit privilegs on grain at points in 
Minnesota, Montana, North Dakota and South Dakita. 

The protestant or intervener in I. & S. 2653, Import Iron 
and Steel From Gulf Ports to Interstate Destinations, has asked 
the Commission for modification or amendment to its decision 
and order therein dated November 8, 1926. 

The complainants in No. 15895, E. B. Forbes & Sons Piano 
Co. vs. Alabama Great Southern et al., No. 17937, Same Vs. 
Louisville & Nashville et al., and No. 17147, National Biscuit 
Co. vs. Louisville & Nashville et al., have asked the Commission 
for a reopening of these cases and for oral argument before 
the entire Commission. : 

Th Virginian Railway, principal defendant in No. 14454, 
Wyoming Coal Co. et al. vs. Virginian et al., No. 13832, Gulf 
Coal Co. vs. Virginian et al., No. 14498, Ragland Coal Co. vs. 
Virginian et al., and No. 14831, Winding Gulf Co. vs. Chesapeake 
& Ohio et al., has asked the Commission to reopen these proceed- 
ings for the taking of further testimony, and for further con- 
sideration upon facts and conditions that have developed since 
the records in the respective proceedings were made before the 
Commission and since the order in Nos. 14454 and 13832 was 
entered. It is requested that the order in Nos. 14454 and 13832 
be set aside, pending the taking of such testimony. 
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CARRIER KEEPS THE MONEY 


Examiner Arthur Kettler has recommended the dismissal of 
No. 18273, Vickers Petroleum Company vs. Missouri Pacific et 
al., on a finding that a rate of 24.5 cents on 49 tank carloads of 
gasoline, shipped between February 28 and March 18, 1924, from 
Potwin, Kan., to Westwego and St. Rose, La., for export, was not 
unreasonable. 

The carriers involved, Missouri Pacific and Yazoo & Missis- 
sippi Valley, were willing to refund to a basis of 22 cents, which 
applied from stations around Potwin, also refinery points, but 
the Commission denied their application for authority to refund. 
That denial caused the complaint to be filed in April, 1926. 

According to the examiner, the applicable rate of 24.5 cents 
yielded ton-miles of 5.1 and 4.7 mills to Westwego and St. Rose, 
respectively. They are sub-ports of New Orleans. Some ship- 
ments moved over the Missouri Pacific all the way and others 
over the Missouri Pacific to Memphis and thence over the 
Yazoo & Mississippi Valley. 

For purposes of comparison the complainant showed a con- 
temporaneous rate of 22 cents, over the St. Louis-San Francisco 
from Arkansas City, Kan., yielding ton-miles to the two sub-ports 
of 4.5 and 4.4 mills, St. Rose in each instance having the longer 
mileage and the lower ton-mile. Prior to January 15, 1925, the 
Kansas refinery points of which Potwin is one had the same 
rate to the ports. On July 5, 1924, they were all put on the same 
rate basis again, the rates being for export, of course. There 
was also a parity from April 15, 1914, to January 15, 1924. 

Rates from Oklahoma points to the ports, which prior thereto 
had been the same as those from the Kansas refinery points, 
were cut from 24.5 to 22 cents on October 10, 1923. Arkansas 
City and Neodesha, Kan., being intermediate over the St. Louis- 
San Francisco, those points were given the 22 cent rate on Jan- 
uary 15, 1924. The disparity continued until July 5, 1924, when 
Potwin was also given the 22 cent rate. The complainant pointed 
out that, generally speaking, Potwin, Wichita and El Dorado, 
Kan., refinery points had the same rates to northern, western 
and eastern points while this disparity to the south was in effect. 

While the examiner did not say so, the low ton-miles result- 
ing from the rates seemed to be the controllng point. In dispos- 
ing of the case he repeated the oft-quoted rule that a subse- 
quent reduction was not proof that the former rate was unrea- 
sonable. He said: 


The reduction of a rate is not proof that the rate formerly 
charged was unreasonable. In Texas Co. vs. T. & P. Ry. Co., 107 
I. C. C. 147, it was alleged that a rate of 24.5 cents applicable on 
gasoline and kerosene from Gates, Tex., to Port Arthur, Tex., for 
export, 424 miles, and assessed on shipments made between July 17, 
1923, and October 26, 1923, was unreasonable. A rate of 20.5 cents 
was applicable contemporaneously from: other points in Texas and 
was subsequently established from Gates. The applicable rate was 
found not to have been unreasonable. 

The Commission should find that the rate assailed was not un- 
reasonable. The complaint should be dismissed. 


OVERCHARGE FINDING PROPOSED 


Attorney-Examiner John McChord, in No. 18445, Berthold & 

Jennings Lumber Co. et al. vs. Bessemer & Lake Erie et al., deals, 
extensively, with the question as to whether the Jones com- 
bination rule may be invoked in instances where there are 
joint through rates, on lumber, over any route, to obtain a lower 
combination. He proposes that the Commission stand on its 
lately announced decision in McGowin-Foshee Lumber Co. vs. 
Andalusia, Florida & Gulf, 95 I. C. C. 451. Applying the rule 
affirmed in that case, he says the Commission should find ship- 
ments of lumber, from points in Mississippi, Alabama, Arkansas 
and Texas to destinations in Central Freight Asscoiation terri- 
tory, made between January 1, 1923, and December 22, 1925, 
were overcharged; that reparation should be made and the com- 
Plaint dismissed. 
_ Sixty-four carloads were involved. The determination of the 
issues, McChord said, depended wholly upon the proper con- 
struction and application of the Jones combination rule, carried 
in supplement No. 14 to Jones No. 228, I. C. C. U. S. I. C. C. 1. 
The case was tried upon a stipulation, as follows: 


It is agreed that there were joint through rates applicable from 
the point of origin.on each of the shipments set forth on exhibit A 
to the complaint to the ultimate point of destination, but there were 
ho joint through rates from the point of origin to the ultimate 
destination via the routes over-which the shipments moved; that 
the carriers have assessed and collected the full combination of locals 
via the routes by which the shipments moved without the applica- 
tion of the Kelly tariff, while complainants contend that the Kelly 
tariff should be applied, and the full combination of locals reduced 
to that extent. Defendants contend that the Kelly combination 
should not be applied. 


McChord said the testimony, other than the exhibits show- 
ing what was done with and to each car, consisted of opinions 
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by expert traffic men as to the proper construction of the tariff 
provisions, all of which he quoted. He said those opinions were 
of doubtful value as evidence, since it was the particular province 
of the Commission to construe the meaning of the tariff alone from 
the context of the rule, and that. the individual views of the 
witnesses did not serve to aid the Commission in getting a 
different angle on the rule from that prevailing when it ren- 
dered its several opinions, to which he referred, construing 
the meaning and application of the rule. After setting forth 
the history about the adoption of the rule, McChord said: 


In Cancellation of Combination Rule to the Southwest, 74 I. C. C. 
505, the carriers were refused permission to cancel the combination 
rule here involved on traffic naming rates from defined territory to 
points in Arkansas and certain border points in Missouri, eastern 
Oklahoma and northern Louisiana. It was there said: 

“Even though the combination rule may be undesirable as a 
tariff rule, that fact alone does not justify its elimination from. the 
tariffs unless the carriers publish either joint or proportional rates 
in lieu thereof in order to prevent unwarranted increases in rates.’’ 

Defendants have never offered any compensating rates in lieu 
of those applicable under the Jones Rule. 

In Combination Rule for Trans-Continental Rates, 78 I. C. C. 24, 
the Commission again refused to approve schedules cancelling the 
combination rule and approved its findings in Cancellation of Com- 
bination Rule, supra. 

The same question was again brought before the Commission in 
Cancellation of Rules for Combination of Rates, 81 I. C. C. 745. In 
that case the Seaboard Air Line Railway Company proposed an 
amendment to the combination rules, seeking to restrict the applica- 
tion of rates from points on or via its line so as to give that line its 
maximum haul to the Virginia gateways which would have the same 
effect as restricting the application of the combination rule. They 
proposed in the latter case to confine its application to movements 
from origin to destination points where there are no through rates 
via any route. This is identically the same proposition advanced by 
the defendants in the instant case. In considering the proposed 
schedules the Commission said: 

“Protestants further maintain that the language of the rule in 
the Jones tariff for constructing combination rates clearly indicates 
that such rates are invariably applicable unless there is a joint 
through rate in effect over the route of movement. This, in our 
opinion, has been the generally accepted interpretation of the rule, 
and much traffic has moved over the so-called unauthorized routes 
under this interpretation since the inception of the rule.” 


The opinion in the last foregoing case was rendered by Division 3 
of the Commission. Upon petition of the respondents the proceedings- 
were reopened for reargument. On reargument before the Com- 
mission it said in its report in Cancellation Rule for Combination 
Rates, 93 I. C.°C., 614-616: 

“The proposed schedules provide that the combination rule will 
not apply where there are joint through rates in effect from point 
of origin to destination ‘via any route.’ The original rule has 
been changed merely by adding the words, ‘via any route.’ Joint 
rates apply over the routes specified in the tariffs. On other routes 
over which such rates do not apply, the combination of separately 
established factors is applicable. If in one or both of the tariffs 
containing the separate factors there is reference to the combination 
rule, as is true in many instances, that rule is applicable and the 


rates over such routes must be constructed by the use of the com- 
binations treated by the rule.”’ 


The former opinion was affirmed. The precise question here in- 
volved was again decided by the Commission in McGowin-Foshee 
Lumber Co. vs. A. F. & G. Ry. Co., 95 I. C. C. 451, in accordance 
with the principle here contended for by complainant and awarded 
reparation. 

Defendants argue that the Commission has often found that 
the rule of stare decisis is not applicable to its decisions. This rule 
means in general that when a point has been once settled by judicial 
décision it forms a precedent for the guidance of courts in similar 
cases. 

_ ,_ However, courts of last resort, and the Commission, a quasi- 
judicial body, may and do overrule a previous opinion on the same 
facts where it is convinced that an error has been committed by a 
previous opinion. But as stated by the Commission in Pacific Mutual 
Door Co. vs. Ann Arbor R. R. Co. et al., 101 I. C. C. 633: 

‘“‘When a given situation has been fully considered and deliberately 
passed upon, that decision ought not to be disregarded and the 
question kept open indefinitely unless good cause is shown for the 
adoption of a different course.”’ 

Defendants further contend that the language of the rule in 
the Jones’ tariff does not warrant its application to shipments that 
were reconsigned en route after the shipments had passed out of 
direct routes provided in the tariff over which the through rates 
prevail, and refer to the reconsigning rule published in the tariff of 
the defendants which provides that: 

“These rules and charges will apply whether shipments are 
hauled at local rates, joint rates, or combination of intermediate rates. 
The through rule to be applied under these rules is the rate from 
point of origin via the diversion, reconsigning or reforwarding point 
to final destination in effect on date of shipment from point of origin. 
If a rate from original point of shipment to final destination is not 
applicable through that point at which the car is diverted, recon- 
signed or reforwarded, the tariff rates in effect to and from the 
diversion, reconsigning or reforwarding point will apply, plus 
diversion or reconsigning charges.” 

The Commission answers this argument in its report in Com- 
bination Rule for Trans-Continental Rates, supra, wherein it is stated 
in referring to the Jones’ tariff that: 

“This wording has been construed to permit the use of such 
combination rates over routes where no joint rates are applicable, 
regardless of whether or not joint rates are maintained between the 
same points over particular routes. In numerous instances this has 
resulted in combination rates lower than the joint rates and it has 
practically had the effect, also, of permitting shipments to be 
diverted at points and over routes where previously that wold have 
been impossible.”’ 
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This gives emphasis to the proposition that reconsignments may 
be made on shipments moving over a recognized route under the 
tariffs over which there is no joint through rate, subject to the 
application of the Jones Tariff. 

This principle was more recently announced by the Commission 
in, Montgomery Cotton Exchange vs. L. & N. R. R. Co., 118 I. C. C. 
ol. 

The routes over which complainants’ shipments moved from 
points of origin to destination were open to the consignor under 
defendants’ tariffs over which no through rates had been published, 
and following the well considered opinions of the Commission above 
cited: 

The Commission should find that the shipments of complainants 
were overcharged by defendant carriers to the extent that the 
charges collected exceeded those that would have accrued under the 
application of the Jones tariff; that the shipments were made as 
described and the charges assailed were paid and borne by com- 
plainant; and that with respect to the overcharges complainants are 
entitled to reparation with interest. The complaint should be dis- 
missed. 


APPLIES CROWN OVERALL RULE 


In a report on further hearing in No. 12556, J. F. Bloom & 
Co. vs. Director-General, as agent, et al., Examiner P. F. Mackey 
proposes that the Commission find the rates charged on dressed 
granite and granite monuments, in carloads, from Barre and 
South Ryegate, Vt., to Omaha, Neb., and Douglas and Casper, 
Wyo., in the period 1917 to 1920, inclusive, were applicable and 
not unreasonable. He said it should find that a shipment from 
Mt. Airy, N. C., to Lander, Wyo., was overcharged. He proposes 
a modification of the findings in the original report, 80 I. C. C. 
283, so as to bring them into harmony with the rule laid down 
in Crown Overall Mfg. Co. vs. Director-General, 100 I. C. C. 471. 

The original report held the commodity rates to which a 
limitation of $2 prior to June 25, 1918, and $2.25 thereafter were 
lawful rates up to Chicago or Mississippi crossings on the ship- 
ments from Vermont, but that the limitations were unlawful 
because in violation of the second Cummins’ amendment in that 
they imposed the higher fifth class rates on shipments valued 
at more than $2 and $2.25 per cubic foot because the limitations 
were made without permission in a released rates order. 

In the Crown Overall case the Commission found that actual 
value rates might be effectively differentiated from released- 
value rates; that the limitation attached to commodity rates 
based on the declaration, in writing, by the shipper of actual 
value not being a limitation upon the shipper’s right to recover 
in full for any loss, damage or injury while in transit, was not 
within the prohibition of section 20. 

That rule, the examiner said, left, as the only question in 
the case, that of the reasonableness of the class rates. The 
range in value of the granite shipped was from $2.55 to $8.12. 
On that point he came to the conclusion that the rates should be 
found not unreasonable because they were the ones that had 
been approved by the Commission in Official Classification No. 
44, 47 I. C. C. 91. Fifth class, it was pointed out, had always 
been applied on finished building stone and dressed granite. 


PIPE WITH ROTARY TOOL-JOINTS 


Examiner G. J. Hall has recommended the dismissal of No. 
18082, Brandon & McCamey et al. vs. Atchison, Topeka & Santa 
Fe et al., on a finding that the rates charged on carload ship- 
ments of wrought iron pipe with rotary-tool joints attached, 
between points in Oklahoma, Texas and Louisiana, between 
April 24, 1924, and June 2, 1925, were applicable. The complaint 
alleged they were unreasonable. At the hearing the com- 
plainant, Hall said, asked leave to amend by adding that the 
rates were illegal in violation of section 6. The defendants 
objected to the amendment, he said, but the defended on the 
ground that they were legal, so Hall said it was not necessary 
further to consider their objection. He dealt only with the 
issue of illegality. He said rotary tool joints were fully described 
in Hughes Tool Co. vs. A. & R. R. R. Co., 107 I. C. C. 545. 

Mixed carloads of rotary-tool joints and iron pipe take class 
A, as do joints in straight carloads. The shipments in question 
were rated as combination articles taking the rate on the highest 
rated commodity in the combination. Complainants contended, 
Hall said, that they were not combinations but separate articles, 
pipe and rotary-tool joints, and that as a matter of tariff in- 
terpretation the pipe should be rated as pipe, in carloads, and 
the joints as less than carloads, on actual weight of the joints, 
subject to the carload rate on oil well outfits and supplies as 
maximum. Hall said that that contention was untenable. He 
said that when once a tool joint was attached to a section of 
pipe it was seldom, if ever, taken off. To give effect to the 
contention of the complainants, he said, would require the 
separation of the pipe from the tool joints. In no other way, 
he said, would it be practicable to determine the actual weight 
of each article in the combination. 


PIECE GOODS TO ST. LOUIS 


In a report on No. 11023, St. Louis Chamber of Commerce 
vs. Director-General, Alabama Great Southern et al., Examiner 
C. H. Peck, on further hearing, said the Commission should 
affirm its original finding, 59 I. C. C. 586, that rates on cotton 
piece goods, from eastern points to St. Louis, were not unrea- 
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sonable but unduly prejudicial to that city and unduly preferen- 
tial of Memphis. He suggested a finding as follows: 


The Commission should adhere to its former conclusion as modi- 
fied by report authorizing the general reduction of 1922 and find that 
the rates on cotton piece goods from Boston, New York, Philadelphia, 
Baltimore, and related points to St. Louis are not unreasonable, but 
are unduly prejudicial to St. Louis and preferential of Memphis to 
the extent that the rates from Boston and New York to St. Louis 
exceed rates not less than 14 cents per 100 pounds lower than the 
rates contemporaneously in effect from the same points to Memphis, 


with rates from other points of origin bearing the present relation- 


ship to the rates from New York and Boston. 


EXAMINER ADVISES DISMISSAL 


Examiner Henry B. Armes has recommended the dismissal 
of No. 17984, Chadwick Coal Yard Co. et al. vs. New York, New 
Haven and Hartford et al., and the cases joined with it, on a 
finding that the rates on anthracite coal, from the hard coal 
districts of Pennsylvania, to specified points within the metro- 
politan area of Boston, Mass., but outside of the Boston switching 
district, are not unreasonable or unduly prejudicial, as alleged. 
The cases joined with the title complaint are: No. 17984, Sub. 
No. 1, Fisher-Churchill Co. et al. vs. Central New England 
et al., No. 17984, Sub. No. 2, Brackett Coal Company et al. vs. 
Boston and Albany et al., No. 18195, Waltham Coal Company 
et al. vs. The Delaware and Hudson et al., and No. 18195, Sub. 
No. 1, Arlington Coal and Lumber Company et al. vs. Same. 

The complaining points are local stations on one or the 
other of principal defendants, New Haven, Boston & Albany, and 
Boston & Maine. They are just outside the switching district, 
and, in some instances it was alleged, the rates about which 
complaint was made were in violation of the fourth section, 
because higher than rates to more distant points. The com- 
plainants asked for an equalization of their rates and those to 
Boston, and reparation. 

Armes said that the complainants had offered but little to 
show the unreasonableness of the rates other than things stated 
in other cases. The railroads contended that the real cause of 
the complainants’ predicament was not the all-rail rate to Boston, 
but the influence of the rail-and-water rates to that port, 
which varied from month to month on account of their water 
part. Armes said that on cross-examination more than one 
witness admitted that his real competition was not from his 
competitor located nearest to him, but from the large Boston 
dealers at tidewater. He said the receivers of coal by the rail- 
and-water routes fixed the selling price of anthracite in Boston 
and that the determinative factor in that selling price was 
the rail-and-water rate. He said the record left no room for 
doubt that the cause of whatever prejudice complainants might 
be subjected to was the rate on water-borne coal. 


FUEL OIL OVERCHARGED 


In a proposed report on No. 18337, Barnsdall Refineries, Inc., 
et al. vs. Chicago, Rock Island & Pacific et al., Examiner E. L. 
Glenn said the Commission should find that the rates charged on 
three carloads of fuel oil, shipped from Grandfield, Okla., to 
Granite City, Ill, and ordered diverted to East Chicago, Ind., 
in 1923, were inapplicable. The rates made up a combination 
of 51.5 cents plus a reconsignment charge: The rate claimed 
was 34.5 cents, it being contended that the Rock Island had 
failed to carry out diversion orders. Glenn found that the Rock 
Island had made diligent efforts to comply with the instructions. 
But he said the proper combination was a rate of 36 cents ob- 
tained by using the combination rule and recommended repara- 
tion to that basis. 


REFINED OIL RATES 


A finding of unreasonableness, an award of reparation and 
an order requiring new rates have been recommended by Exam- 
iner Arthur Kettler, in No. 18335, White Eagle Refining Com- 
pany et al. vs. Chicago, Burlington & Quincy et al., as to rates 
on petroleum products, refined, from Augusta, Topeka and El- 
dorado, Kan., to St. Francis, Kan., and intermediate points in 
Kansas and Nebraska. The destination points are on the main 
line of the Burlington west of Superior to Orleans, Neb., and on 
its branch line extending beyond Orleans to St. Francis, Kan., 
which is 1383 miles from Orleans and 210 miles from Superior. 
The examiner said: 


The Commission should find that the assailed rates from Augusta, 
Topeka and Eldorado to St. Francis, Bird City and Atwood, via Kan- 
sas City or St. Joseph, Mo., were, are and for the future will be 
unreasonable to the extent that they exceeded,exceed, or may exceed 
49 cents; that the White Eagle Oil.& Refining Company made ship- 
ments as described and paid and bore the charges thereon at rates 
herein found unreasonable; that it was damaged in the amount of 
the difference between the charges paid and those that would have 
accrued at the rate herein found reasonable; and that it is entitled 
to reparation, with interest. Complainant should comply with Rule 
V of the Rules of Practice. 

The Commission should further find that the assailed rates from 
Augusta and Eldorado via Superior, for the future will be unreason- 
able to the extent that they may exceed 35.5 cents to Riverton, 39.5 
cents to Orleans, 43.5 cents to Marion and 47.5 cents to St. Francis. 
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Rates not exceeding those prescribed should be established to inter- 
mediate points. 


RATES ON PINE LUMBER 


In a proposed report in No. 18486, Anderson Lumber Com- 
pany vs. Northern Pacific et al., Examiner Lewis L. Prout has 
recommended a finding that rates on pine lumber from certain 
points in Oregon, Idaho and Montana to Bayport, Minn., were 
unreasonable but not unduly prejudicial. He said reparation 
should be awarded. Rates charged on 49 carloads of pine lumber 
shipped between July 5 and September 11, 1922, from Bend, 
Ore., Sand Point, Coeur d’Alene, and Potlatch, Idaho, and Mis- 
soula, Mont., to Bayport, Minn., were in issue. The examiner 
said the Commission should find that the rates assailed were 
unreasonable to the extent that they exceeded 56.5 cents on the 
shipments from the Spokane group; 57.5 cents on shipments 
from Bend, which moved between July 1, 1922, and July 29, 1922, 
and 58 cents on shipments from Bend which moved between 
July 29 and September 11, 1922, and award reparation to the 
pasis of those rates. 


REPARATION ON SWEET POTATOES 


Examiner Thurston B. Johnston, in a proposed report in No. 
18606, Mid-West Fruit Company vs. Santa Fe et al., has recom- 
mended an award of reparation on a finding that the rate charged 
on one car of sweet potatoes from Wybark, Okla., to Hutchin- 
son, Kans., in November, 1924, was unreasonable to the extent 
that it exceeded a subsequently established rate of 38.5 cents. 
Charges were collected on the basis of a combination rate of 
61.5 cents for which, the examiner said, there was no authority. 
He said the applicable rate was a combination class C rate of 
56 cents. 


RATE ON USED RAILS, ETC. 


Dismissal of the complaint in No. 18356, Ship Supply Com- 
pany vs. Louisville & Nashville et al., has been recommended 
by Examiner F. L. Sharp on a proposed finding that a com- 
modity rate on scrap iron and steel was inapplicable on a 
shipment of used rails from Algiers, La., to Franklin, Pa., in 
April, 1928, and that the shipment was undercharged. The 
examiner said a motion of defendant Morgan’s Louisiana & Texas 
Railroad and Steamship Company to dismiss the complaint on 
the ground that it was barred by the statute of limitations and 
by the Commission’s rules of practice, should be denied. He 
held that the claim as to an overcharge had survived. He said 
the issue as to overcharge rested entirely upon whether the 
shipment should be described as scrap iron, as billed by com- 
plainants, or as second-hand rails, which description was applied 
by an inspector of the Southern Weighing & Inspection Bureau 
at New Orleans. Charges were collected at 71.5 cents, the basis 
for which was not explained, the examiner said. He said the 
Commission should find that the shipment was not scrap iron 
within the meaning of the tariff and that a class rate of 89 
cents was applicable. He said an undercharge was outstanding 
but that action to enforce its collection was barred. 


RATE ON PAVING BRICK 


Examiner Edgar Snider, in a proposed report in No. 18350, 
Buffalo Brick Company vs. Chicago & North Western et al., has 
recommended an award of reparation based on a finding that 
the applicable joint rate of 15.5 cents assessed on paving brick 
from Buffalo, Kans., to Dodge Street (Irvington), Neb., was 
not unreasonable but was unduly prejudicial to the extent that 
it exceeded the rate contemporaneously applicable on paving 
brick from Galesburg, IIl., to Dodge Street. In June, 1924, com- 
plainant shipped 88 carloads of paving brick from Buffalo to 
Dodge Street. The rate charged was 15.5 cents. Effective July 
1, 1924, the carriers reduced the rate to 13 cents. A rate of 13 
cents was in effect from Galesburg to Dodge Street. The 
examiner said the distance from Buffalo to Dodge Street was 
357 miles, while the distance from Galesburg to Dodge Street 
was 370 miles, or 18 miles greater and that transportation con- 
ditions were similar. The complainant, in support of its conten- 
tion that the rate from Buffalo to Dodge Street should not have 
exceeded the rate of 13 cents from Galesburg to Dodge Street, 
cited Mason City Brick & Tile Co. vs. Director-General, 107 
I. C. C. 702, and stated that on the basis of the rates therein 
eee Buffalo would be on a parity with Galesburg in the 
uture. 


FERRY CAR RATE CASE 


Examiner Edgar Snider, in No. 18080, Jewel Tea Co. vs. 
Hoboken Manufacturers’ Railroad Co., said the Commission 
should find rates charged on six less-than-carload shipments of 
merchandise from Weehawken, N. J., to complainants warehouse 
in Hoboken, N. J., in 1924 and 1925, the cars having been shipped 
from Meriden, Conn., were applicable but unreasonable to the ex- 
tent they exceeded $11 per car. There was no joint rate from 
Meriden to Hoboken for delivery by defendant. Charges were 
based on rate from Meriden to Weehawken, plus the charges of 
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the Erie and the defendant for final delivery at the warehouse, 
consisting of a local rate of 8.5 cents to the Hoboken’s freight 
station at the foot of Fifth street, and a charge of $11 per car 
for a ferry car service. 

The question was as to whether that 8.5 cent rate was 
applicable. Snider said the Commission should find that the 
rates assailed were applicable but unreasonable to the extent 
they exceeded $11 per car. 


COAL CASE DISMISSAL 


Examiner E. L. Glenn has recommended the dismissal of 
No. 18047, Electric Service Co. vs. Atchison, Topeka & Santa Fe 
et al., on a finding that the rates charged on slack soft coal, 
from Colorado producing points to Dodge City, Kans., are not 
unreasonable or otherwise unlawful. The shipments were made 
between February 13, 1924, and August 38, 1925. Reparation 
only was sought. Glenn said the complainant relied upon the 
evidence submitted and the Commission’s decision in Colorado 
& New Mexico Coal Operators’ Association vs. Denver & Rio 
Grande Western, 98 I. C. C. 377. Glenn said the carriers estab- 
lished the prescribed rates on lump coal and also adjusted the 
rates on slack coal to certain points, including Dodge City, so 
as to reflect the same percentage of the prescribed lump coal 
rates that the former slack rates bore to the lump rates. The 
railroads claimed there was a general readjustment of rates 
under which no reparation should be awarded. 


CRUSHED STONE RATE CASE 


Examiner P, F. Mackey, in No. 18259, Ziegler Brothers vs. 
St. Louis-San Francisco, said the Commission should find a rate 
of 5 cents on crushed stone and chatts, from Webb City and 
Oronogo Junction, Mo., to Arcadia, Kans., unreasonable to the 
extent it exceeded 4 cents and award reparation to that basis. 
The shipments, 68 carloads, were made between October 5, 1922, 
and April 3, 1923. Reparation only was sought. 


NEW WRAPPING PAPER RATE 


A finding of unreasonableness, an award of reparation and 
a new rate for the future have been recommended by Examiner 
F. D. Binkley in No. 18313, Albemarle Paper Manufacturing Co. 
vs. Richmond, Fredericksburg & Potomac et al., as to rates on 
wrapping paper, from Richmond, Va., to Harlem River, N. Y. 
Shipments involved were those which moved after December 
20, 1928. The complainant contended that the rates from Rich- 
mond to Harlem River and New York were higher than rates 
from other points more distant to the same destinations and~™ 
that when compared with wrapping paper generally, the Rich- 
mond rates were shown to be out of proportion. A 30 cent 
rate from Richmond was the one about which testimony turned. 
The examiner said the Commission should find that the rates 
were, are and will be unreasonable to the extent they exceeded, 
exceed or may exceed a rate of 25 cents, order reparation to that 
basis to those entitled to refunds and enter an appropriate order 
for the future. 


RECOMMENDS ABANDONMENT 


Examiner Haskell C. Davis, in finance docket No. 5514, 
Abandonment of Chalco-Yutan cut-off by the Chicago, Burling- 
ton & Quincy, has recommended a finding that the present and 
future public convenience and necessity permit the abandon- 
ment, by the Burlington, of a part of the cut-off in Sarpy and 
Douglas counties, Nebraska. The part marked for abandonment 
is about seven miles long. The whole cut-off is about 12 miles 
long and was built by the Burlington upon the urging of Omaha 
interests, Davis said, in 1917, with a view to giving Omaha a 
shorter line to Fremont and Sioux City. He said they repre- 
sented that an increase in freight would follow such a shorten- 
ing of the distance but that in the 514 years the cut-off had been 
in operation the tonnage amounted to 543,679 tons of sand, 
gravel, clay and stone and 7,779 tons of other freight. The cut- 
off cost about $951,663. The salvage value was estimated at 
something more than $48,000. 


The Nebraska commission advised the federal commission 
that, in its opinion, no public convenience or necessity required 
the continuance of the cut-off. It recommended grant of the 
application. The Nebraska commission held the hearing, Appli- 
cations, the report says, are pending before that body to have 
it require regular operation of trains on the cut-off. 


Objections came chiefly from sand and gravel men whose 
operations are located on the cut-off. The recommendations by 
Davis and the revised application of the carrier provide for 
continuing the part of the cut-off they use but their freight over 
the route to be continued will have to be hauled more miles 
than if the cut-off and a passenger line were used into Omaha. 
The Omaha Chamber of Commerce and the Omaha Grain Ex- 
change, the examiner said, were shown as protestants. They 
agreed, he said, not to oppose the abandonment provided that 
there would be no increase in rates and fares on account of 
the increased mileage. The Burlington said, that in so far as 
it could control the matter, there would be no increases. 
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FLORIDA ROADS ASK RELIEF 


The Seaboard Air Line and the Atlantic Coast Line, in No. 
13494, Southern Class Rate Investigation, have asked the Com- 
mission for further hearing, reconsideration and modification 
of the findings relating to class rates to and from points in 
Florida arbitrary or differential territory. At the time those 
carriers asked for further hearing it was understood the Florida 
East Coast would file a similar petition on its own behalf, be- 
cause its situation was a little different from that of the 
petitioners. 

In brief, the Florida roads contend that the scale of arbi- 
traries allowed on traffic to and from the territory south of 
Jacksonville, roughly speaking, would cause too great a reduc- 
tion in their revenues. In view of the large expenditures they 
had made and in view of the fact that at the time the Com- 
mission took testimony in the case traffic to and from the 
peninsula was unusually heavy the petitioners said the Commis- 
sion itself could see that the.arbitraries proposed, now that 
traffic was not so great, would cause too great a reduction in 
revenue. 

The petitioners conducted a special revenue test on about 
25 per cent of their traffic and from the result thereof they 
concluded that the proposed adjustment would cause an annual 
loss of $180,000, or about 7.3 per cent. They came to the fur- 
ther conclusion that on traffic from Chicago, Detroit, Indianap- 
olis and Cleveland, they would suffer a loss of 11.14 per cent. 
The carriers said they desired strongely to emphasize that all 
their figures were based upon the present distribution of traffic. 
They said the case’ should be considered from the standpoint 
of existing and prospective conditions in Florida and not upon 
the basis of the abnormal and unusual conditions that obtained 
in 1924 and 1925 and extended into the early part of 1926. They 
said no extensive readjustments or reductions should be made 
in Florida rates which failed to take into account the present 
satus of railroad construction in that state and expenditures 
already made or to be made by them for extensions and im- 
provements of their facilities. 

The Seaboard called attention to the fact that expenditures 
chargeable to capital account made by the company since 1922, 
attributable directly to the Florida properties and business, 
amounted to $37,905,000. For the system as a whole the ex- 
penditures since 1922, it said, amounted to $79,835,000. 

The Atlantic Coast Line said that its expenditures in Florida 
since 1922 amounted to at least $20,000,000 and that appropria- 
tions made, but not yet expended, amounted to $7,500,000. Since 
1922 its expenditures on capital account, including the Florida 
accounts, amounted, it said, to $53,231,191. 


UNCONTESTED FINANCE CASE 


The Sumpter Valley Railway has been authorized to issue $650,000 
of first (closed) mortgage 6 per cent serial gold bonds and a promis- 
sory note for $100,000. The bonds are to be sold at not less than 91.5 
per cent of par and accrued interest, and the note is to be delivered 
at face value, in connection with refunding certain bonds. 

The St. Louis-San Francisco has been authorized to issue $2,127,- 
100 of prior-lien mortgage bonds to be pledged for short-term notes 
which may be issued up to December 31,1928, at less than par. Sub- 
sidiaries of the St. Louis-San Francisco were authorized to issue and 
deliver to the parent company, in respect of expenditures for ad- 
ditions and betterments, promissory notes as follows: Kansas City, 
Memphis & Birmingham, $195.59; St. Louis, San Francisco & Texas, 
See eee es Fort Worth & Rio Grande, $2,587.15; and Birmingham Belt, 

The Mainstee & Northeastern has been authorized to acquire 
and operate a line of railroad in Manistee, Benzie, Grand Traverse 
and Leelanau counties, Mich. Permission to retain excess earnings 
was denied. The company was authorized to issue $1,103,700 of 
common capital stock in 11,037 shares of the par value of $100 each, 
in payment for the property: to be acquired. 

The Chicago, Rock Island & Pacific has been authorized to pledge 
and repledge, for short term notes, up to December 31, 1928, all or 
4 —, of $8,709,000 of first and refunding mortgage 4 per cent 
go onds. 


FINANCE APPLICATIONS 


The Seaboard-All Florida, the East & West Coast, and the 
Florida, Western & Northern have asked authority to issue $2,451,000 
of Seaboard-All Florida 6 per cent first mortgage gold bonds in 
connection with the Seaboard Air Line’s construction program in 
Florida. The Seaboard asked authority to guarantee the bonds. 

W. H. Bremner, receiver of the Minneapolis & St. Louis, has 
asked authority to issue $275,000 of receiver’s certificates in renewal 
of a like amount of indebtedness outstanding. 

The Pacific Telephone & Telegraph Company has asked ap- 
proval of acquisition by it of the property of the Turlock Home 
Telephone & Telegraph Company, of Turlock, Calif. 

The Arkansas Railroad Company has applied for authority to con- 
tinue operation of the Arkansas Railroad, extending from Star City 
to Gould, Ark., a distance of about 18 miles, and to issue $65,000 of 
capital stock and $60,000 in notes or bonds for the balance of the 
purchase price of the property. 

The Chicago Great Western Railroad Company has applied for 
authority to issue forty notes dated November 1, 1926, maturing 
quarterly from February 15, 1927, to November 15, 1936, aggregating 
$2,387,609.17, including interest from November 15, 1926. The notes 
are to be issued in payment for 300 box cars and 200 automobile cars, 
and to take up certain unmatured notes now outstanding, amounting 
to $978,241.57. The notes are to be made payable to the Pullman Car 
and Manufacturing Corporation. 

The Wisconsin Central Railway Company and the Minneapolis, 
St. Paul & Sault Ste. Marie Railway Company have applied for 
authority for the Wisconsin Central to issue $7,500,000 of three-year 
5 per cent secured notes, and to pledge $10,000,000 of first and refund- 
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ing mortgage gold bonds as collateral for the notes. The proceeds 
from the notes are to be used to pay and retire $6,000,000 of three. 
year 5% per cent notes of the Wisconsin Central, which fall due 
April 15, 1927, and for making additions to terminals and other better. 
ments to property. It is proposed to sell the notes to Dillon, Read & 
Co., at 97 and interest. The Soo Line, which operates the Wisconsin 
Central railroad under a 99-year lease, asked authority to guarantee 
the notes. The notes are to be delivered to the Soo at 97 and interest 
— the latter is to transfer them to Dillon, Read & Co., at the same 
price. 

The Gulf, Mobile & Northern has applied for authority to acquire 
control of the Jackson & Eastern Railway Company, by a contract 
providing for exclusive operation by the G., M. & N., of the J. & B., 
The G., M. & N. was heretofore authorized to acquire control of the 
J. & E. by purchase of capital stock. 

The Guyandot and Tug River Railroad Company, with joinder of 
the Norfolk & Western, of which the applicant is a subsidiary, has 
applied for authority to construct and operate a line of railroad 
extending from a connection with the Virginian at or near Elmore, 
W. Va., to Wharncliffe, W. Va., on the main line of the Norfolk & 
Western, 53 miles long. The applicant said the proposed line would 
afford railroad facilities to a territory and a population in Wyoming 
and Mingo counties, W. Va., now without such facilities, and that it 
would be an important link of interstate transportation for through 
business between the Norfolk & Western and the Virginian, and 
would afford an effective outlet for coal produced on the Virginian. 
The Chesapeake & Ohio and the Virginian have also located proposed 
lines in the same territory. The applicant said it was willing to 
grant to the C. & O., and the Virginian trackage rights over its 
proposed line from the eastern end thereof to Gilbert. The application 
is an amended application of one filed October 29, 1925, which was 
held in abeyance pending the Commission’s decision on the application 
of the N. & W. for authority to lease the Virginian. The N. & W. 
application was denied. 


TENTATIVE VALUATION REPORTS 


Chicago, Milwaukee & Gary, as of June 30, 1915, (supplemental 
valuation report) total owned, $2,789,475; total used, $2,789,974. 

Lake Erie, Franklin & Clarion, as of June 30, 1917, total owned, 
$669,000; total used, $680,064. 

Wilmington, Brunswick & Southern Railroad Company, as of June 
30, 1917, owned and used property, $287,500. 

The Salt Lake City Union Depot and Railroad Company, as of 
June 30, 1919, owned and used property, $1,030,017. 

The Commission, December 27, made public a tentative valuation 
report covering the properties of the Atlantic Coast Line Railroad Com- 
pany and affiliated lines, as of June 30, 1917. Final values were found 
as follows: Owned and used, $151,700,000; owned but not used, $1,065,- 
705; used but not owned, $2,659,373; total owned, $152,765,705; total 
used, $154,359,373. 

On date of valuation the Atlantic Coast Line had outstanding a 
total par value of $212,095,335 in stocks and long-term debt, of which 
$68,558,000 represented common stock, $196,700 preferred stock, and 
$143,340,635 funded debt unmatured. 

The investment in road and equipment, including land, on date of 
valuation, was stated in the carrier’s books as $182,233,025.93. The 
report said that, with readjustments required by the Commission’s 
aooousune examination, this amount would be decreased to $154,- 

Cost of reproduction new of total owned property was fixed at 
$158,547,116, and of total used property, $159,175,717. Cost of reproduc- 
tion less depreciation of total owned property was fixed at $121,821,043, 
and of total used property, $122,422,775. 


ADDITIONAL OIL HEARINGS 


In No. 17000, Rate Structure Investigation (Part 4), the pe 
troleum part of the general inquiry into rates, and No. 18458, 
the general petroleum rate case instituted before the Commis- 
sion decided to make general inquiries of that sort a part of the 
Hoch-Smith case, the Commission has announced additional hear- 
ings at Boston, January 17, New Orleans, February 23, and Cin- 
cinnati, March 9, 1927. 

A notice issued by the Commission announcing the addi- 
tional hearings repeats the assignments made in a notice of 
November 20, at Pittsburgh, January 5, and New York, January 
10, as if they were additions to the program. Trey are not. 
They were put into the list as if they were additions, for infor- 
mation. The notice, exclusive of the formal cases grouped un- 
der No. 18458, and the caption, is as follows: 


By notice issued November 20, 1926, this proceeding now stands 
assigned for hearing at Pittsburgh, Pa., January 5, and New York, 
N. Y., on January 10, 1927. Since issuance of the notice of November 
20, 1926, request has been received from New England interests for 
a hearing at Boston, Mass. In the notice issued September 14, 1926, 
it was stated that following the series of hearings at which complain- 
ants and other shipping interests would introduce their testimony an 
adjournment would be taken for approximately thirty days, when ad- 
ditional hearings would be held for the purpose of completing the 
cross-examination of any witnesses of the shipping interests not 
fully cross-examined at previous hearings; for the presentation of 
the carriers’ evidence and for the presentation of rebuttal evidence 
by the shipping interest. Accordingly, the proceeding is now assigned 
for further hearing before Attorney-Examiner Keeler as follows: 

Chamber of Commerce Rooms, Pittsburgh, Pa., 10 A. M., January 
5, 1927. 

Pennsylvania Hotel, New York, N. Y., 10 A. M., January 10, 1927. 

United States Court Rooms, Boston, Mass., 10 A. M., January 17, 
1927. 

St. Charles Hotel, New Orleans, La., 10 A. M., February 23, 1927. 

Gibson Hotel, Cincinnati, Ohio, 10 A. M., March 9, 1927. 

In compliance with the procedure announced in the notice of 
September 14, 1926, the carriers will be expected to distribute their 
exhibits to parties of record desiring such exhibits on or before Febru- 
ary 14, 1927. Parties of record desiring copies of the carriers’ ex- 
hibits should notify Examiner Keeler to that effect by letter ber 
or before January 24, 1927, in order that an appropriate mailing lis 
may be prepared for submission to the carriers. 


The abstracts of tariff filings, rejections, suspet- 
sions, etc., as printed in each issue of THE DAILY 
TRAFFIC WORLD enable subscribers always to be 
sure their traffic files are up-to-date. 
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MOTOR VEHICLE INVESTIGATION 


The total ownership and operation of motor busses and 
motor trucks by the Class I railroads, to which questionnaires 
were sent by the Commission as part of its inquiry in No. 18300, 
the motor vehicle investigation, as shown by the Commission’s 
summary, seemed small to many of those who have been follow- 
ing that inquiry. (See Traffic World, Dec. 25.) The question- 
naires were sent to 176 roads, but the answers of only 164, in- 
cluding all the larger roads, were received in time for inclusion 
in the summary. The totals are as follows: 


MOTOR BUSSES OWNED BY RESPONDENTS 


Region Number 
MU la og avacs Sia @ oie b0e A-One ask Oo ee GIO ae ae PEE ee Rea 61 
I IS ales GAGS i wicriart-vidie tio eh eka Oba DOTTIE e sides Marstons wiles PawaTTre 81 
I ID 1. 66:06 wre winie-bew one, b Alb a Passio BO ae 6810 Ge away wd WO bION OT OA ae 
Pocahontas ..... CN pis Rebate dole Sot Reg Ra ERT dy Sa Lge Sais weal a 
Southern .cccose diese, 5 emtacacaaiee a cdatgeia ah Petiany aha eRe s antbaaewe 3 
MINI chen S asdsg leg ace'g 0 c-alb sd: ¢ Vig 6 OCA aISIE He as wea hoe Spee en law aes 32 
NE TIN cha die. ac SSid bora to's 0b uke «aN eee eibine Ward odd bule ent e-course 48 
DINNER, e406 « eweadenhes snoW le clesahcaleue edeseeded ecerenwrouys on 

VOU Gisswcivc cbtle es cbs Ge GbGeks bce weba46e tee odes. cabana ramen meee 225 


No buses reported as owned by subsidiaries of respondents. 


MOTOR BUSES OPERATED—ALL REGIONS 
IN TERMINAL SERVICE 


























Number Operated 
Inter- Intra- 

Operated by state state Common* Total 
I, a wisia CEC Ke ease eebie owe Seeees ee 3 
Subsidiaries ...... Bite netatMcsuWe i= sabes 
Motor transport companies and 

RENEE Gin us nee iG esc ceésewcade 1,459 52 1,511 

WRG, na ceseaipore sme pede aepneeees 1,462 52 1,514 

IN LINE SERVICE 
Number Operated 
Inter- Intra- 

Operated by state state Common* Total 
Respondents ......... deeper ate aaa 1 $ 1 5 
Subsidiaries ......... Sankar Siena 7 21 264 212 497 
Motor transport companies and 

INGIVIRUEIE © ceive dined te : 2,848 14,193 3,311 20,352 

MUG, fh cinrahsce vine bie anv a SA emlowise- ae 2,870 14,460 3,524 20,854 





*Note: “Common” as used in this compilation means figures re- 
ported were not separated as between interstate and intrastate. 


BUSS ROUTE MILEAGE 
Number Operated 














Inter- Intra- 
state state Common* Total 
Operated by (miles) (miles) (miles) (miles) 
ee A ee nT eae 46 4 7 57 
BINNIE <6 inci o-5ip'e. ois: 0:esece, macoxeieiscaieie 387 2,569 3,825 6,781 
Motor transport companies and 
HCI VOUUES) diececceccencee cece GGONe 196,254 61,129 345,962 
vo) i ee ee 198,827 64,961 352,800 


MOTOR BUSSES OPERATED BY RESPONDENTS 


The reports indicate that the respondents are not engaged in 
the operation of motor busses in terminal or line service, except that 
in the northwestern region the Chicago, Milwaukee & St. Paul op- 
erates one bus in line service, with a bus route mileage of 7 miles. 
In the central western region, three busses are operated by the 
Southern Pacific in terminal and three in line service, and the Union 
on operates one bus in line service, with a bus route mileage of 

es. 
MOTOR BUSSES OPERATED BY SUBSIDIARIES 
IN TERMINAL SERVICE 

The subsidiaries of the respondent railways are not engaged in 

the operation of motor busses in terminal service. 


MOTOR TRUCK OPERATION—CLASS I RAILWAYS 
MOTOR TRUCKS OWNED BY RESPONDENTS 


























_ Region Number 
Op Ee a Rs BFE T AOR ode Oaee: pete erts Ter Coe: mS. 8 
NENONE TN Se ooo ah a Laat Lacie d, Slatstne ail btaw doe aude a aloweereae 13 
TSR OCR a ct SS RS 28 MEANS Nie Setar Weare o> Cate ti 9 22 
LC EDT URI PIR a SS Cli erga TUR a ya ho SR SS le ol ge 0 on | Oe me 
MenOWN Ley eta i Ue On. So Sh OS at ate Clnig 2 
MUN WPOMR MRE rig Gh 6 cies olan adSh «bee eE tebe « ada b ob ho onlin tete = seen hie 
MRC WANN Fy 51 acetal nics) Sei afp gts Scbd ne einer canner SRE a 10 
dase eA RIN A at A I I EM har ld AS RET RE PRA EN LEI 

Petal SH Cie PM vas os eciin ids sick wid 0. 0 oo wns 0 FRING « beh 55 
No motor trucks are owned by subsidiaries. 
MOTOR TRUCKS OPERATED—ALL REGIONS 
IN TERMINAL SERVICE 
Number Operated 
Inter- Intra- 
Operated by state state Common* Total 
NN Scare tiene nhs s/pesn Coomeh gett acs 21 a chee e 21 
tay a, ROA RRR OR ADEE Be Shard Ne eee 14 
Motor transport companies and 
InGEVIGHEED:, iege5¥s5 sco bere ek 163 1,440 301 1,904 
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TRUCK ROUTE MILEAGE 
Number Operated 














Inter- Intra- 
state state Common* Total 
Operated by (miles) (miles) (miles) (miles) 
TI. ane 6, 0045605: 0 Hea se0 ed 38 ae eee A 139 
RIED cocci: 5 <.a:tiete-destndie tue aena tale e's a ee 527 
Motor transport companies and 
Sr ere ee 172,943 333,052 105,260 611,255 
TOE 60 455dso ss.dees same 172,981 333,680 105,260 611,921 





* 
*“Common” as used in this compilation means no separation as 
between interstate and intrastate. 


MOTOR TRUCKS OPERATED BY RESPONDENTS 


Respondents in the Pocahontas, Southern, Northwestern, Central 
Western, and Southwestern Regions are not engaged in the opera- 
tion of motor trucks in terminal or line service. In the New England 
Region, the New York, New Haven & Hartford operates one motor 
truck in terminal service, but not in competition with railways. In 
the Great Lakes Region, two motor trucks are operated by respond- 
ents in line service in competition with their own operations; one by 
the Detroit & Mackinac, and one by the Lehigh Valley. The truck 
route mileage is 84 miles. In the Central Eastern Region, the Balti- 
more & Ohio operates twenty trucks in terminal service, and two in 
line service, but not in competition with railways. The truck route 


Attempts to analyze, segregate and apply the figures in the 
summary have given unsatisfactory results. Men in the Com- 
mission who made the summary worked on the answers for 
weeks before they produced something the Commission could 
give out, in the 50-page summary. In its foreword the Com- 
mission said: . 


On the following pages will be found a statistical summary of 
the answers made by Class I line-haul railways to a questionnaire 
in Docket No. 18300, Motor Bus and Motor Truck Operation. This 
proceeding is an investigation on the Interstate Commerce Commis- 
sion’s own motion into and concerning the general question of the 
operation of motor busses and motor trucks by, or in connection or 
competition with common carriers subject to the interstate commerce 
act. All common carriers subject to the interstate commerce act weze 
made respondents to the proceedings and were required to furnish 
to the Commission, certain information called for in a questionnaire. 


Of the 176 Class I line-haul railways in the United States, an- 
swers were received from 164 (including all the larger railways),- in 
time for inclusion in this summary. 

This is the first effort made by the Commission to collect_in- 
formation concerning this comparatively new factor in the nation’s 
transportation system. The returns are more or less incomplete, owing 
to the inability of some respondent railways to obtain information 
in detail. This is especially true with respect to the number of motor 
vehicles owned and operated by motor transport companies and in- 
dividuals, and the ‘route mileage covered by their operations, which 
in some cases probably contain slight duplications. 

Return from steam railways of Classes II and III, and electric rail- 
ways are being tabulated. When completed statistical summaries 
thereof will be issued. 


The summary divides the service as between terminal and 
line and gives the mileage of the routes for each type of motor 
vehicle. It shows that the respondent railroads operate but three 
busses in terminal service and that their subsidiaries operate 
none. Motor transport companies and individuals operate 1,514 
busses, of which 1,462 are in intrastate service and 52 in com- 
mon service, that is, both state and interstate. 

In line service the railroads operate but five busses, but 
their subsidiaries operate 497, 21 in interstate, 264 in state, and 
212 in common service. The motor transport companies and 
individuals operate 20,352; 2,848 in interstate, 14,193 in state, and 
3,311 in common service. 


The mileage of bus routes operated by railroads is 57, that 
of their subsidiaries 6,781, divided as follows: Interstate 387, 
intrastate 2,569, and common 3,825. Motor transport companies 
and individuals operate 88,579 in interstate commerce, 196,254 
in intrastate and 61,129 in common service, making a total of 
345,962. The total of bus route mileage for all classes of op- 
erations and service is shown as 352,800. ; 

That figure is regarded with suspicion by those who recall 
that over many routes busses are operated by individuals or 
companies that have only slightly different termini and that, 
therefore, to a considerable extent there is a duplication of 
mileage, due to the fact of a diversity of ownership. 

Figures such as the foregoing are given for the bus lines 
operated by the railroads, the divisions being made according 
to regions. For instance, the details show that the Boston & 
Maine, Maine Central, New Haven and other unnamed respond- 
ents have a bus mileage in the New England region of 1,366, 
of which 16 miles is in competition with railroad service. 

The figures for trucks show that while the carriers own 
only 55 trucks they and their subsidiaries operate 35 trucks in 
terminal and 46 trucks in line service. Motor transport com- 
panies and individuals operate 1,904 trucks in terminal service, 
of which 163 are in interstate, 1,440 in intrastate and 301 in 
common service, and motor transport and individuals operate 
43,432 in line service, of which 9,216 are in interstate, 22,266 
in intrastate and 11,950 in common service. 

Truck route mileage figures, as shown in the summary, have 
caused gasps of astonishment, because they are much larger 
than those pertaining to bus route mileage. The popular belief 
has been that bus route mileage far exceeded truck mileage. 
The fact that the route mileage of the trucks is shown as being 
so much greater than that of busses, has raised a query as to 
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whether, after all, the answers given by Class I respondents 
to the questions put up the Commission, present a proper picture 
of the facts. 


According to the summary the truck route mileage ascribed 
to the respondents and their subsidiaries in line service amounts 
to but 527, while that of motor transport companies and indi- 
viduals amounts to 611,255, of which 172,943 is in interstate, 
333,052 in intrastate and 105,260 in common service. 


B. & M. MOTOR COACH SERVICE 


The Boston and Maine Transportation Company has filed 
with the city council of Lowell and the selectmen at several 
towns between Worcester and Lowell applications for authority 
to establish a motor coach service between Lowell and Wor- 
cester, via Ayer and Clinton. The proposed motor coach route 
would provide a more frequent service than is now possible by 
train and, by making Lowell the point of connection for Mon- 
treal trains by passengers from Worcester and other communi- 
ties en route, would effect a further improved convenience. 


RATES AND PRICES ON OATS 


Fluctuations in farm prices of oats are irregular and fre- 
quently are different for the same kind and grade at different 
points in the same general territory having the same or prac- 
tically the same freight rate to market, according to a study 
completed by the Bureau of Railway Economics as to the range 
in farm prices for the 1925 crop in this country and the relation- 
ship to transportation costs. 

“The wide range in farm prices,” said the study, “was in 
marked contrast to the stability of the freight rates, which re- 
mained almost unchanged during the period covered. No rela- 
tionship is found between freight rates on oats and fluctuations 
in the prices paid to the farmer. In fact, the spread in farm 
prices during each crop season of the years 1923, 1924 and 1925 
was often greater than the total freight charge to market.” 

In respect to the fact that different prices were frequently 
paid the farmer for oats of the same grade and grown in the 


same general territory having practically identical freight rates 
to market, the study said: 


_ The prices of white No. 3 oats at Beaver Dam and Sun Prairie, 
Wis., were different on 51 of the 52 Fridays for which comparative 
prices are shown. These two points are in the same general territory 
and have the same freight rate of 5.1 cents per bushel to Minneapolis, 
to which both make shipments. These two points also ship to Milwau- 
kee, to which destination the freight rates are 3.5 cents per bushel 
from Sun Prairie and 3.2 cents from Beaver Dam. The differential in 
freight rate is three-tenths of one cent; the differential in price, 
however, in 47 weeks was 2 cents or more per bushel, and at times 
rose as high as 5 cents. 

This same general situation existed at Iroquois and Donovan, IIl., 
two points in the same county having the same freight rates to 
destinations to which shipments were made. The same general 
situation also prevailed at Donnelly, Morris and Truman, Minn., three 
points which made shipments to Minneapolis on an identical rate of 
3.7 cents per bushel, although shipments were made to other points 
having slightly different rates. 

Higher prices were sometimes paid for the same kind and grade 
of oats at producing points involving longer hauls and higher freight 
rates to their natural markets than were paid at points involving 
shorter hauls and lower freight rates. Prices paid for oats were also 
sometimes different for the same kind and grade at different ele- 
vators at the same point on the same day. 

Oats represents the third most important major cereal crop in 

the United States, being exceeded in acreage only by corn and wheat. 
The United States produces about one-third of the world production 
compared with 22 per cent for wheat and 68 per cent for corn. Oats 
is grown in every state but three-quarters of the total production 
in 1925 was concentarated in ten of the North Central States, those 
states in order of importance being: Iowa, Minnesota, Illinois, Wis- 
consin, South Dakota, Ohio, Nebraska, North Dakota, Indiana and 
Michigan. 
_ The average annual production in the United States during the 
five orop years 1921 to 1925, was about 1,325,000,000 bushels, of which 
about 500,000,000 bushels or 38 per cent enters into the commercial 
markets by railway. On a tonnage basis, this amount constitutes 8.7 
per cent of the average annual tonnage of all farm products originat- 
ing on. the principal railroads. 


RATES AND PRICES ON CORN 


“Ranking first in value of all agricultural products raised in 
this country, corn comes closer to being an All-American product 
than almost any other agricultural commodity, as virtually the 
entire crop is consumed in the United States, according to a 
study just completed and made public December 27 by the 
Bureau of Railway Economics into the relationship of corn prices 
to transportation costs,” says a statement issued by the bureau, 
continuing as follows: 


This country, according to the study, produces about 68 per cent 
of the world production but only about 2.3 per cent was exported an- 
nually from 1921 to 1925, while imports were negligible. 


Unlike wheat, most of the corn produced in the United States is 
consumed on the farms, about 80 per cent being fed to live stock. 
Rail shipments of corn average 15,300,000 tons annually and constitute 
approximately seventeen per cent of the total tonnage of farm corps 
originating on the principal railroads. 

The study, which covers each of the crop seasons from 1923 to 
1925, showed a very wide range in corn prices received by the farmer 
in contrast to the stability of freight rates which remained al- 
most unchanged during that period. In fact, the usual spread in 
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farm prices during the three years was several times the total freight 
rate to market. 

The farm price of corn changed more often from week to week 
than it remained stationary, and throughout the seasons studied was 
very irregular. This would show that there is no relationship between 
freight rates on corn and fluctuations in the prices paid to the farm. 
ers, but that such fluctuations and variations in corn prices were due 
to general economic conditions, supply and demand, and many eco- 
nomic factors other than freight rates. 

Iowa outranks all states as the greatest producer of corn, with 
Illinois second. These two states combined produce more than one. 
fourth of the United States’ corn crop and are located in almost 
the center of the thirteen states which produce over 76 per cent 
of the total corn crop of the country. In addition to Iowa and Illi- 
nois, the other eleven states were, in the order of production: Ne. 
braska, Missouri, Indiana, Ohio, Minnesota, South Dakota, Kansas, 
Texas, Wisconsin, Kentucky and Tennessee. All other states produce 
corn in varying amounts, but the thirteen states named produce more 
than three-fourths of the total corn raised in this country. 





OPERATING STATISTICS 


Operating statistics of Class I railroads, not including switch. 
ing and terminal companies, for October and the ten months 
ended with October, 1926 and 1925, prepared by the Bureau of 
Statistics of the Commission, show the following: 


Loaded car-miles—1,755,644,000 for October, and 1,676,344,000 for 
October, 1925; 14,902,318,000 for ten months ended with October and 
14,034,066,000 for same period of 1925. 

Empty car-miles—928,437,000 for October and 876,683,000 for 
October, 1925; 8,343,916,000 for ten months ended with October and 
7,647,042,000 for same period of 1925. 

Net ton-miles—48,273,000,000 for October and 44,054,000,000 for 
October, 1925; 405,131,000,000 for ten months ended with October and 
377,457,000,000 for same period of 1925. 

Per cent unserviceable of total locomotives—15.2 for October and 
16.8 for October, 1925; 16.5 for ten months ended with October and 17.9 
for same period of 1925. 

Per cent unserviceable of total cars on line—6.2 for October and 
7.1 for October, 1925; 6.7 for ten months ended with October and 7.9 for 
same period of 1925. 

Car-miles per car-day—34.2 for October and 32.3 for October, 1925; 
30.4 for ten months ended with October and 28.2 for the same period 
of 1925. 

Net tons per loaded car—27.5 for October and 26.3 for October, 1925; 
27.2 for the ten months ended with October and 26.9 for same period 
of 1925. 





CONDITION OF EQUIPMENT 


Locomotives installed by the Class I railroads of this coun- 
try the first eleven months this year totaled 2,193, the car service 
division of the American Railway Association has announced. 
This was an increase of 589 locomotives over the number in- 
stalled in the corresponding period last year and 242 locomotives 
over the number installed in the corresponding period in 1924. 
Of the total number installed so far this year, 354 were placed 
in service in November. Locomotives on order on December 1 
this year totaled 344, compared with 339 on the same date last 
year and 265 on the same date in 1924. 

Freight cars installed in service the first eleven months this 
year totaled 99,365, a decrease of 24,572 under the corresponding 
period in 1925, and a decrease of 49,466 under the corresponding 
period in 1924. Freight cars installed in November this year 
totaled 5,386, including 2,958 box cars, 1,243 coal cars and ninety 
refrigerator cars. Class I railroads on December 1 had 14,564 
freight cars on order compared with 27,721 on the same date 
last year and 45,095 on the same date in 1924. These figures 
as to freight cars and locomotives include new and leased 
equipment. 


LOCATION OF CARS 


The percentage of home cars on home roads, Class I, as 
of December 1, was 62.3, according to the semi-monthly bulletin 
of the car service division of the American Railway Association. 
By classes of equipment the percentages were as follows: Box, 
55.8; refrigerator, 65.3; coal and coke, 64.4; stock, 87.2; flat, 
75.4; tanks and others, 93.8. By districts the percentages for 
all classes of equipment were as follows: Eastern, 50.2; Alle 
gheny, 66.9; Pocahontas, 60.6; Southern, 61.2; Western, 68.9. 

The semi-monthly bulletin of percentages of freight cars 
on line to ownership, as of December 1, showed the following: 
Eastern district, 97.1 as against 96.1 a year ago; Allegheny 
district, 101.9 as against 99.6 a year ago; Pocahontas district, 
83 as against 77.8 a year ago; Southern district, 96.4 as against 
108.5 a year ago; Western district, 98.3 as against 97.4 a year 
ago; all districts 97.7 as against 98.1 a year ago; Canadian 
roads, 98.1 as against 92.9 a year ago. 


COAL PRODUCTION AND SHIPMENT 


“Production of bituminous coal in the week ended December 
18 was between 13,100,000 and 13,300,000 tons, probably about 
13,220,000 tons, says the Bureau of Mines in its weekly coal state 
ment, explaining that a more definite estimate could not be 
made because of incomplete reports. Production of anthracite 
was estimated at 1,792,000 net tons. 

Tidewater bituminous coal shipments from Hampton Roads 
the week ended December 18 totaled 662,441 net tons, of which 
171,787 tons were for New England delivery, and from Charles 
ton, S. C., 22,878 tons. Cars of coal forwarded over the Hudsot 
river to eastern New York and to New England were reported 4s 
follows for the week ended December 4: Bituminous, 4,733; a2 
thracite, 3,366. 
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| ‘Loss and Damage Decisions | 


Cases Recently Decided by State and Federal Courts | 


(Digests taken from Reporters and Digests of National Reporter | 
ystem, published by West Publishing, Co., St. Paul, Minn. 
fl Copyright by West Publishing Co ) 
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CARRIAGE OF LIVE STOCK 


(Supreme Court of Iowa.) Railroad, in action for delay and 
refusal to carry shipment of cattle to destination because of 
strike of employes of stockyards company, held not to have 
shown that compliance with shipper’s demand for performance 
of his contract would have violated Elkins act (Section 1, as 
amended by Act Cong. June 29, 1906, Sec. 2 (U. S. Comp. St., 
Sec. 8597)), prohibiting the granting of any rebate, commission, 
or discrimination.—Riddle vs. Chicago, B. & Q. R. Co., 210 N. 
W. Rep. 770. 

Carrier sued for delay and refusal to carry cattle to desti- 
nation, because of strike of stockyards employes, held to have 
had duty to make reasonable effort and exercise due diligence 
to overcome obstacles, forward cattle, and make delivery.—Ibid. 

‘Carrier sued for delay and for refusal to carry cattle to des- 
tination held to have burden of proving that it exercised reason- 
able effort and due diligence to overcome obstacles.—lIbid. 


Plaintiff suing carrier for delay and refusal to carry cattle 
to destination, occasioned by strike of stockyards employes. held 
not bound to show that injury did not result from his own negli- 
gence in failing to see that cattle were properly cared for and 
fed, in view of defendant’s pleading admitting that it was under 
necessity of keeping, holding, and feeding the stock shipped and 
raising issue whether it did everything it could in the discharge 
of that duty.—Ibid. 

In action for delay and refusal to carry cattle to destination, 
testimony as to market value of cattle held admissible, as against 
objection that Drovers’ Journal was best evidence.—Ibid. 

In action for delay and refusal to carry cattle to destination, 
occasioned by strike of stockyards employes who had acted as 
defendant’s agents for unloading, failure to instruct that such 
employes, after they quit. were no longer in defendant’s service 
and to define “strike.” in connection with instruction submitting 
issue of negligence of defendant or any agency employed by it, 
held not error, in absence of request for such instructions.—Ibid. 

More specific instructions than those given, if desired, 
should be requested.—Ibid. 








Miscellaneous Decisions 
Traffic Cases Recently Decided by State and Federal Courts 


1 
H - taken from Reporters ests of National 
| System, published by West Patliohine Co., St. Poul, Minn. | 


: Copyright by West Publishing Co | 


REGULATION OF COMMON CARRIERS 


(Supreme Court of Missouri, Division No. 2.) Public Serv- 
ice Commission order requiring construction of viadust where 
highway crossed railroad tracks held constitutional exercise of 
police power.—Chicago, R. I. & P. Ry. Co. vs. Public Service 
Commission of Missouri, 287 S. W. Rep. 617. 

Order imposing on railroad company one-third of cost of via- 
duct at crossing of heavily traveled highway with railroad track, 
where visibility of approaching trains was good and crossing 
was not unusually dangerous, and where railroad company 
claimed to be in straitened financial circumstances, held not un- 
reasonable, in view of Rev. St. 1919, Sec. 10459, and Laws 1921 
(ist Ex. Sess.), p. 131.—Ibid. 


Federal Transportation act (41 Stat. 456), requiring permis- 
sion of Interstate Commerce Commission to railroad company’s 
issue of securities held inapplicable to construction of viaduct 
at crossing, the cost of which a railroad company was ordered 
to pay share of, where money could be borrowed on short term 
notes.—Ibid. 

State commission’s order requiring interstate railroad com- 
pany to pay one-third of cost of viaduct at crossing held author- 
ized under state police power.—Ibid. 

In determining railroad’s share of cost of viaduct at high- 
way crossing, cost of approaches outside right of way are neces- 
Sary parts of crossing and may be included.—Ibid. 

That one-half cost of viaduct built at state highway cross- 
ing would be paid to state by federal government held not to 
make railroad company chargeable for share of state’s half only, 
but it was assessable for share of entire cost, since federal aid 
funds allotted to states become state money to be expended for 
purposes and on terms indicated, in view of Federal Aid act, 
Secs. 3, 4, 6 (U. S. Comp. St., Secs. T477(c), 7477(d), 7477(f) ), 
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and Federal Highway act (U. S. Comp. St., Sec. 7477%4 et seq.).— 
Ibid. 


Shipping Decisions 


Cases Recently Decided e Gtate and Federal Courts 


(Digests taken from ests of National R 
System, eee net by West ghrp er Co., a — M 
Copyright by West Publishing 





(District Court, S. D. New York.) Libel by charterer, who 
had paid claims of cargo owners against vessel for fire and 
water damage, to recover on a general average bond furnished 
by owner and obtained from respondent, held within jurisdic- 
tion of United States District Court, though both libelant and 
respondent were citizens of France, in view of language of bond 
and conceded jurisdiction of court over primary libel of vessel 
by cargo owners.—Compagnie Francaise De Navigation A Vapeur 
vs. Bonnasse et al., 15 Fed. Rep. (2d) 202.) 


General average adjustment is determined according to the 
law of the port of destination.—bid. 

(District Court, S. D. New York.) Under general admiralty 
Rule 23, amendment of libels alleging damage to cargo caused 
by unseaworthiness of vessel will be allowed to conform to evi- 
dence before commissioner that part of damage was caused by 
negligence in unloading cargo at unsafe pier, regardless of 
whether ship is responsible for such damages, or whether fail- 
ure to give notice before removal of goods barred recovery.— 
The Turret Crown, 15 Fed. Rep. (2d) 204. 

(District Court, E. D. New York.) Steamer with eight canal 
barges in two sections in tow on barge canal held solely at 
fault, because of improper navigation, for collision of one of 
barges with center abutment of guard gate.—The Dutchess, Ship- 
pers’ Nav. Co. vs. Standard Transp. Co. et al., 15 Fed. Rep. (2d) 
198. 

Charter, by which charterer hired vessels for specified term 
at specified hire and assumed exclusive possession, command, 
and navigation of vessels, and employed all persons managing 
and operating them, made charterer owner pro hac vice of ves- 
sels.—Ibid. 

A lien is essential for foundation of suit in rem in admiralty. 
—Ibid. 

One cannot acquire lien on his own property, and charterer 
of canal barges, as owner pro hac vice, could not acquire mari- 
time lien for damages to barges because of fault of towing 
steamer, of which it was also owner pro hac vice, and owner 
of barges on resuming possession acquired no lien.—Ibid. 


Chartered barges in tow and steamer towing them were, for 
purposes of voyage on which they were damaged, one vessel, 
operating under common dominion and control.—Ibid. 


Where owner of barges in tow expressly relieved charterer 
from liability for damages coverable by hull insurance, it could 
not hold towing steamer, demised to same charterer, responsible 
for hull damages, and underwriter, who paid owner under hull 
policy, stood in no better position than owner.—Ibid. 

In absence of damages to cargo of barges from collision 
through fault of towing steamer demised to same charterer, 
steamer was not liable for cargo loss or damage, and underwriter 
who paid general average charges on cargo was not entitled to 
subrogation against steamer.—Ibid. 

(District Court, S. D. New York.) Inaccurate testimony of 
employe of steamship company as to telephone conversations, 
four years previously, held purely speculative and without tes- 
timonial value.—The §S. S. Frederick Luckenbach, 15 Fed. Rep. 
(2d) 241. 

If steamship company, before issuing bills of lading, estab- 
lished route via certain ports as regular and customary course, 
it would have been competent to show shipper’s knowledge 
thereof, as negativing claim of deviation on issue of limitation 
of liability.—Ibid. 

In proceeding for limitation of liability, proof that steamship 
on one prior voyage had called at certain ports held insufficient 
to establish customary route at variance from that implied in 
bills of lading.—Ibid. 

Literal reading of liberty of call clauses in bills of lading 
cannot be permitted to authorize serious deviation from route, 
when such would defeat substantial purpose of contract.—Ibid. 

In absence of express provisions in bill of lading authorizing 
departure from usual route, liberty of call clause will be con- 
strued as only permitting calls at ports properly in course of 
voyage.—Ibid. 

Under bills of lading not authorizing departures from usual 
course, ship and owner held liable without limitation for loss 
and damage to cargo resulting from ship’s deviation from usual 
course.— Ibid. 

Under bill of lading authorizing deviation from regular or 
scheduled or advertised ports of call, liability of ship for damage 
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to cargo will not attach because of deviation to port off usual 
route for purpose of discharging cargo.—lIbid. 

Ship and owner. are not liable for damage to cargo resulting 
from peril of the sea.—Ibid. 

Liberty of call clause in bill of lading must be construed 
in business sense, with purpose of contract always in mind.—Ibid. 

Under bill of lading authorizing deviation from regular ports 
of call or in contrary directions as carrier my determine, ship 
held authorized to proceed in opposite direction to secure cargo 
before proceeding toward port of discharge.—Ibid. 

(District Court, S. D., New York.) Within bill of lading re- 
quiring written notice of claim for damages to goods before their 
removal, if before such event there be opportunity to discover 
by examination that damage thereto exists or may exist, and in 
any event that written claim shall be made within 30 days 
after delivery of goods, letter of shipper of sugar to carrier, 
stating that, when steamer “began discharging this morning, it 
was noted that damaged sugars were being found,” and “we are 
serving formal notice * * * that claim will be filed f6ér this 
damage,” held, in view of the purposes of the clauses to facili- 
tate prompt investigation, to be both notice of claim and claim.— 
The Cornelia, 15 Fed. Rep. (2d) 245. 

By reason of contract of carriage providing that it is subject 
to all provisions of the Harter act (Comp. St., secs. 8029-8035), 
exemptions in the contract and bill of lading, provisions of which 
are embodied in the contract, are subject to the provisions of 
such act, irrespective of the contract being a shipping document 
within that act, so that contract’s exemptions cannot relieve 
ship or owners from liability for damages from negligent failure 
to make ship seaworthy.—Ibid. 

Shipowner has burden of proving exercise of due diligence 
to make vessel seaworthy, making available exemptions in con- 
tract of carriage from absolute warranty of seaworthiness.—Ibid. 

Under evidence, though sea water entered bridge deck space 
through forward bulkhead doors under continuous pounding of 
very heavy seas, held, doors were seaworthy.—Ibid. 

Under evidence, damage to cargo from sea water in bridge 
deck space held caused by scuppers not being in proper condition 
to carry off water, allowing it to rise above dunnage.—Ibid. 

Due diligence to make ship seaworthy with respect to drain- 
age of certain cargo space held not shown, in view of clogged 
condition of scuppers at voyage end, and evidence of insufficient 
= of space and defective testing of scuppers before voyage. 

(District Court, S. D., New York.) Ship is not liable for 
damage to cargo after discharge into hands of Brazilian customs 
authorities, unless some wrongful act chargeable to vessel was 
cause thereof.—The Milwaukee Bridge, 15 Fed. Rep. (2d) 249. 

Vessel delivering flour damaged in part by sulphuric acid to 
Brazilian customs authorities held not at fault in failing to 
separate damaged from undamaged flour, such duty being that 
of customs officers.—Ibid. 

Test in determining “proximate cause” is whether there is 
A —_— connection between act complained of and injury.— 

Even natural and probable consequences of wrongful act or 
omission are not chargeable to original wrongdoer, if a sufficient 
independent cause intervenes between wrong and injury.—Ibid. 

Clauses of bill of lading exempting vessel from liability for 
loss from insufficiency of packages, drainage, leakage, breakage, 
or from stowage or contact with, or smell or taint from, other 
goods, if applicable, do not relieve from liability for damage re- 
sulting from unseaworthy condition of vessel, or from negligence 
in stowage, custody, and care of cargo.—Ibid. 

In libel for damage to flour cargo from sulphuric acid, evi- 

dence held insufficient to show vessel unseaworthy.—Ibid. 
; In libel for damage to flour cargo from sulphuric acid, neg- 
ligence, if any, in what was done after drums of acid were found 
to be leaking, held a fault in management of vessel, for which 
it was not liable, under Harter act, secs. 1, 3.—Ibid. 


(District Court, S. D., New York.) Time charterer, who 
had issued bills of lading and was in position of bailee of cargo, 
held to have remedy against vessel for cargo damage which he 
paid, including right to recover general average.—Compagnie 
Francaise De Navigation A Vapeur vs. Bonnasse et al, 15 Fed. 
Rep. (2d) 203. 

Obligation of ship to cargo owners held personal obligation 
of charterer, who had issued bills of lading, and hence charterer, 
settling claims of cargo owners after libel of ship, was not act- 
ing as a volunteer, as affecting his right to recover on general 
average bond furnished by shipowner.—Ibid. 

Charterer, paying claims of cargo owners, who had libeled 
vessel and for which he was secondarily liable, held subrogated 
to rights of cargo owners enforceable against general average 
bond given by owner.—Ibid. 


BOARD SELLS TANKER 


The Shipping Board has approved the sale of the tanker 
“Inspector” to the Dunbar Molasses Company of New Orleans 
for $150,000. The tanker is a molasses carrier of 7,565 dead- 
weight tons, and is now laid up at Mobile, Ala. 
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ADVANCE IN OCEAN RATES 
The Trafic World New York Bureay 


Full cargo rates have recovered slightly from the extreme 
weakness registered last week, due largely to the fact that 
shippers of grain in some instances had to obtain prompt ves- 
sels to carry out their commitments. This situation was sensed 
quickly by shipowners, with the result that vessels were fixed 
from St. John to the West Coast of Italy at 26 cents a hundred 
pounds, and also at 21 cents from Atlantic ports to the West 
Coast of Italy. In each case this was an advance of about five 
cents over the figures previously indicated by shippers. These 
prices were in contrast with berth space on regular liners at 18 
cents from New York to Antwerp for the first half of January 
and 17 cents for the last half of January. 

The market generally in the last few days has been dull on 
account of the holidays and has been devoid of special features, 
A better tone has been noticeable, with indications that com- 
parative stability has been established. Prospect of substantial 
grain shipments for the next few weeks has allayed the recent 
weakness, which at times threatened to become demoralized. 


The first indication of a reduction in conference tariffs as a 
result of the decline in the charter market is contained in the 
information that the Elder Dempster Line is negotiating with 
the West African Conference to arrange a further cut in cotton 
rates effective February 1. It is understood that the lower 
prices for cotton, which have affected competitive markets 
abroad, have a bearing on this action. The company has an- 
nounced a recent cut in cotton rates between foreign ports. 

Several changes in conference rates have been made public, 
as follows: 

Trans-Atlantic, United Kingdom. Dog biscuit, $1.00 per 100 
pounds; cardboard on reels now 90 cents per 100 pounds; maca- 
roni, 60 cents per 100 pounds; machine needles, 95 cents per 
cubic foot; blotting paper, 75 cents per 100 pounds; salted pea- 
nuts, in bags or cases, $1.00 per 100 pounds; writing paper, 
valued at not over 814% cents per pound c. i. f., now 75 cents per 
100 pounds; gold specie in lots of valuation of $1,000,000 or 
over will take a rate eastbound of % of one per cent ad valorem, 
and in lots of less than $1,000,000 the rate is % of one per cent, 
both rates contemplating delivery at the Bank of London; iron or 
steel billets, blooms or ingots, now $6.50 per ton of 2,240 pounds; 
monel metal, 90 cents per 100 pounds;- hand clothes washing 
wringers, $1.20 per 100 pounds. 

Far East, China, Japan, Manila, Straits Settlements, Indo- 
China. Present tariff will be maintained until June 30, subject 
to minor adjustments. Effective May 1, the rate on cotton from 
Atlantic and Gulf ports will be as follows, when direct sailings 
are available: Osaga, first class liner, standard 85 cents, and 
high density 70 cents; second class liner, standard 82.5 cents, 
high density 67.5 cents; tramp, standard 80 cents, high density 
65 cents. Nagoya, first class liner, standard 85 cents, high 
density 75 cents; second class liner, standard 87.5 cents, high 
density 72.5 cents; tramp, standard 85 cents, high density 70 
cents. Yokkaichi, first class liner, standard 90 cents, high 
density 75 cents; second class liner, standard 87.5 cents, high 
density 72.5 cents; tramp, standard 85 cents, high density 70 
cents. 

Argentine and Uruguay-River Plate. Aluminum kitchen 
hollowware now $15.00 or $13.50, aluminus ingots or bars $12.50 
or $11.25 per ton of 2,240 pounds, aluminum n. o. s. $20.00 and 
$18.00, the higher rates applying to passenger liners and the 
lower to freighters. The first class rates to Buenos Aires and 
Montevideo, effective January 1, will be, per ton of 2,240 pounds 
or 40 cubic feet, as follows: Passenger ships, first, $22.00; sec- 
ond, $19.00; third, $16.00; fourth, $13.50; fifth, $11.00. Freight- 
ers, first, $17.00; second, $17.00; third, $14.50; fourth, $12.00; 
fifth, $10.00. These class rates apply weight or measurement 
except where the tariff designates that a certain commodity 
takes a weight rate, in which case the measurement of the com- 
modity does not figure in the rate or ocean freight. 

Announcement was recently made that the North Atlantic 
U. K. Freight Conference and the North Atlantic Continental 
Freight Conference propose to make an additional charge of 5 
cents per cubic foot or 10 cents per 100 pounds for shipments 
packed in fiber-board, corrugated strawboard, veneer or plywood 
cases. It was later announced that as a result of conferences 
between the steamship lines and shippers, the additional charge 
would be suspended, pending tests of different classes of con- 
tainers. 

The New York Merchants’ Association has now been in- 
formed by Sidney E. Morse, secretary of the Steamship Confer- 
ence which made the announcement, that it has been decided to 
postpone the additional charge, pending experiments by the steam- 
ship companies, at the conclusion of which announcement .will be 
made of the type and character of containers which will be ac- 
cepted by the steamship lines. When this announcement is made, 
the decision as to any additional charge, or any other conditions 
which the investigation would seem to warrant, will be made. 
Meanwhile the steamship lines will continue to accept goods 
which have heretofore been accepted when packed in the con- 
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tainers under investigation, provided that bills of lading contain. 
a clause under which shippers shall assume all risk of loss or 
damage not occasioned by the negligence of the carrier in pack- 
ages insufficient in strength or insufficiently protected. 

Rates on high density cotton from Gulf ports to Naples and 
Genoa have been reduced from 70 cents per 100 pounds to 60 
cents and rates on standard cotton have been brought down 
from 85 cents per 100 pounds to 75 cents. 

Agitation in favor of an upward revision of rates has been 
started among the members of the Eastbound Intercoastal Con- 
ference at San Francisco. It is felt that the time is opportune 
for such a move, inasmuch as rates have been unduly low for 
several years past, due to the overtonnaged condition of this 
trade. It is contended that while the westbound trade is still 
in this condition, due to the fact that many lumber carrying 
vessels have to come back light from the Atlantic and Gulf, the 
situation in the eastbound trade is favorable for upward revision 
of schedules. 

Some of the operators, however, are opposed to the idea of 
risking a recurrence of the condition which existed a year or 
so ago, when several non-conference lines were actively com- 
peting for westbound business and causing a corresponding soft- 
ening of eastbound rates. Active demand for coal tonnage in 
the north Atlantic during the past summer and fall attracted 
a large volume of tonnage from the intercoastal trade and those 
vessels are still finding plenty to do in the Atlantic. 

It is feared, however, that with the gradual tapering off of 
European and South American coal demand and the slackening 
of other bulk cargo business, most of these will turn back to 
the intercoastal trade. With this possibility in view, the minor- 
ity members of the conference are strongly opposed to the re- 
vision plan. 

Effective December 31, James Sinclair, manager of the Euro- 
pean and Mediterranean trades division of the Fleet Corporation, 
will retire from the service of the Fleet Corporation to enter 
the employ of the North Atlantic-United Kingdom Freight Con- 
ference. He will have the title of chairman and his duties will 
include the promotion of impartial treatment of conference prob- 
lems and closer relationship between shippers and the con- 
ferences. 

Resolutions urging the Shipping Board*to allocate an over- 
seas general cargo steamship for operation from Norfolk by a 
local concern were adopted by the Hampton Roads Maritime 
Exchange and the Norfolk-Portsmouth Chamber of Commerce. 
Of the two Shipping Board lines operating from New York and 
Baltimore and serving those two ports as well as Hampton Roads, 
it has been pointed out that in October and November the 
Hampton Roads ports furnished 60 per cent of all the cargo. 
New York provided 22 per cent and Baltimore the other 18 per 
cent. 

Serious congestion of freight is reported at Puerto Colombia, 
due to heavy import traffic there, consisting for the most part 
of materials for railroad and highway construction. The condi- 
tion has been accentuated by the action of the government in 
raising the embargo on food imports for a period of thirty days. 
This has resulted in a rush of shipments by concerns desiring 
to take advantage of this opportunity for free entry. 


DALTON TO GO WEST 


President Dalton, of the Fleet Corporation, plans to go to 
the Pacific coast the latter part of January on a tour of inspec- 
tion of the services of the Shipping Board out of Pacific coast 
ports. One of the objects of the visit is to determine whether 
any changes should be made in the interest of improving the 
services. Three cargo services are operated by the Shipping 
Board out of Pacific coast ports. They are the American Ori- 
ental Mail Line, the Oregon Oriental Line, and the Pacific- 
Australia Line. The American Oriental Mail Line is operated 
by the Admiral Oriental Line, of which Stanley Dollar is the 
head. The Oregon Oriental Line is operated by the Columbia 
Pacific Shipping Company and the Pacific-Australia Line is op- 
erated by Swayne & Hoyt, Inc. 


BOARD APPROVES AGREEMENT 


The conference agreement of the Levant/North Atlantic 
Range Conference, which had been filed with the Shipping 
Board in accordance with section 15 of the shipping act, was 
approved by the board December 27. The lines which are repre- 
sented as members of the conference are as follows: Export 
Steamship Corporation, American-Levant Line, Ltd., Consulich 
Line, Ellerman Line, “K’” Line, and Navigazione Libera Triestina. 


GERMAN SHIPPING COMBINE 


“The amalgamation of the Hamburg-American Line and the 
Deutsch-Austral and Kosmos Lines, which is regarded as the 
most important event in German shipping since the world war, 
increases the Hamburg-American Line to 879,000 gross tons, as 
compared with a pre-war tonnage of 1,001,865,” says Consul 
Thomas H. Bevan, Hamburg, in a report published by the De- 
partment of Commerce. Continuing, the report, in part, said: 

If the fusion had not taken place, Bremen would have had the 


THE TRAFFIC WORLD 27 


largest German shipping company, the North German Lloyd, within 
its walls—a commercial advantage of inestimable value. Such a 
development would have diminished Hamburg’s prestige in the ship- 
ping world. The Hamburg business community therefore particularly 
welcomed the combine, as the fleets incorporated with the Hamburg- 
American Line are to remain in that city, and the Hamburg-Amer- 
a Line regains first place in the rank of German shipping com- 
panies. 

The present tonnage status of leading German shipping lines, as 
a result of this fusion, is shown in the following table: 


GROSS TONNAGE OF LEADING GERMAN SHIPPING COMPANIES 





Line 1913 1926 
Hamburg-American LAne.......c.ccoccccsseccces 1,001,865 879,000 
WRT CI SEI: oc eScecccccccccdeseteecictes 815,535 613,000 
ER EE ea 54 b065 sh oc wnids tes weehevdeseowents 309,681 181,173 
Hamburg-South American Line -. 257,842 160,500 
WE SE ad. ob cnice bb etedaiawe-ocesesne -« 112,633 44,220 
German-meee African LANe.......ccccccccsovesess 104,549 44,462 


The pre-war tonnage superiority of the Hamburg-American Line 
over the North German Lloyd is thus seen to have been firmly re- 
established by this action. 


CURRENT AMERICAN SHIPBUILDING 


On December 1, 1926, American shipyards were building or 
under contract to build for private shipowners 230 steel vessels 
of 291,027 gross tons compared with 219 steel vessels of 251,180 
gross tons on November 1, 1926, according to the Bureau of 
Navigation, Department of Commerce. Ban ; 

There were 56 wood vessels of 25,594 gross tons building or 
under contract:to build for private shipowners during the same 
period compared with 41 wood vessels of 21,943 gross tons on 
November 1, 1926. . 


PANAMA CANAL TRAFFIC 


Pacific to Atlantic commercial traffic through the Panama 
Canal in November, 1926, was greater in number of vessels, in 
tons of cargo and in tolls collected than that from the Atlantic 
to the Pacific, according to a brief statement issued by the 
War Department. 

In that month 217 east-bound vessels transited the Canal, 
paying $1,008,609.10 in tolls and carrying 1,575,884 tons of cargo. 
In the same month 211 west-bound vessels passed through the 
Canal, paying $880,392.01 in tolls and carrying 696,615 tons of 
cargo. 

In the month of November, 90 tank ships transited tne 
Panama Canal, with an aggregate net tonnage, Panama Canal 
measurement, of 525,132, on which tolls of $459,077.19 were col- 
lected, according to the Panama Canal Record, which says: 


In point of net tonnage, tanker traffic for the past month showed 
an increase of approximately 0.7 per cent over the same traffic for 
the corresponding month a year ago, while cargo tonnage showed an 
increase of 17 per cent over the cargo tonnage of November, 1925. 

Tank ships comprised 21 per cent of the total commercial transits 
of the Canal during the month; made up approximately 25.8 per cent 
of the total Panama Canal net tonnage; were the source of 24.3 per 
cent of the total tolls collected; and carried approximately 21.7 per 
cent of the total cargo in transit through the Canal. 


SHIPPING DIFFICULTIES 


The Shipping Board has adopted a resolution requesting the 
State Department to enter a request with the Spanish govern- 
ment for some modifications in the Spanish customs regulations 
with respect to detention of American vessels in Spanish ports. 
The action was the outgrowth of a situation wherein two ves- 
sels of the Export Steamship Corporation, of New York, bearing, 
in part, loads of tobacco consigned from Greece to the United 
States, were detained for several days in Spanish ports and 
threatened with heavy fines because of alleged improprieties in 
consular visas of cargo manifests. The vessels had been loaded 
partly in the Spanish ports with onions, a highly perishable 
cargo, and there was considerable danger that this part of the 
vessels’ cargoes would be lost. 


PARCEL POST REGULATIONS 


W. Irving Glover, second assistant Postmaster General, 
has issued the following: 


Pursuant to an agreement between this department and the 
postal administrations of Cuba, Guatemala, Dominican Republic, 
British Honduras, Gibraltar, Colony of Fiji, British Somaliland, 
Cyprus, Barbados, and Trinidad, respectively, effective January 1, 
1927, senders of parcels exchanged between the United States and 
the countries named have the option of attaching a single customs 
declaration to only one parcel comprised in a shipment consisting 
of any number of parcels mailed simultaneosuly by the same sender 
to the same addressee at one address. 

Pursuant to an agreement between this department and the postal 
administration of Switzerland, for one year commencing January 1, 
1927, senders of parcels exchanged between the United States and 
Switzerland have the option of attaching a single customs declaration 
to only one parcel comprised in a shipment consisting of any number 
of parcels mailed simultaneouly by the same sender to the same ad- 
dressee at one address. 


NEW ENGLAND ADVISORY BOARD 
The New England Shippers’. Advisory Board will hold its 
next meeting at the Hotel Kimball, Springfield, Mass., Janu- 
ary 27. Reports of the commodity committees on the business 
outlook in the district embraced by the board will be made 
for the first quarter of 1927. 
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CYRUS E. WOODS 


Of Pennsylvania, nominated by President Cooldige to succeed F. I. 
Cox, as a member of the Interstate Commerce Commission. 


W. R. Scott, president of the Southern Pacific, Texas and 
Louisiana lines, died in Los Angeles December 20. 

C. F. Farmer has been appointed general agent, Union 
Pacific, with headquarters at Pasadena, Calif. He succeeds F. H. 
Adams, assigned to other duties. 

The following appointments have been made on the Dela- 
ware and Hudson: Max V. Beckstedt has been appointed assist- 
ant general freight agent, at Albany, N. Y.; Charles G. Howland 
has been appointed general agent, freight department, New York 
City, succeeding Mr. Beckstedt; H. W. Hass has been appointed 
general agent, freight department, Pittsburgh, Pa., succeeding 
S. Y. Baldwin, retired; James N. Vandenberge has been ap- 
pointed general agent, freight department, Buffalo, N. Y., suc- 
ceeding Mr. Hass; J. A. Flanders, Jr., has been appointed assist- 
ant general freight agent, Albany, N. Y.; Charles H. Clark has 
been appointed general agent, freight department, Chicago, suc- 
ceeding Mr. Flanders. A farewell luncheon was given by traffic 
club friends at the Palmer House in Chicago in honor of Mr. 
Flanders, because of his departure from that city. 

P. F. Harding has been appointed general freight and pas- 
senger agent of the Yosemite Valley railroad at Merced, Calif. 

L. A. Dalton has been appointed agriculturist of the D. L. 
& W. at Binghamton, N. Y., succeeding A. S. Merchant, who 
died. 

R. A. Belding has been appointed general freight agent of 
the Wabash at St. Louis; L. A. Clarahan has been appointed 
industrial agent at St. Louis, succeeding Mr. Belding; C. J. 
Sayles has been appointed general freight agent at St. Louis; 
G. G. Early has been appointed assistant freight traffic manager 
at St. Louis; and W. T. Lyman, assistant freight traffic manager, 
has resigned to accept other employment. 


DOINGS OF THE TRAFFIC CLUBS 


The Traffic Club of the Manufacturers’ Association of Lan- 
caster (Pa.) held a meeting December 20 at the Hotel Bruns- 
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wick. Transportation legislation now before’ Congress was 
discussed. 





The Junior Traffic Club of St. Louis will hold its next meet- 
ing January 4 at the grill room, American Annex Hotel. 





The Traffic Club of New York held its monthly meeting 
December 30 instead of the 28, as planned. There was a pro- 
gram of entertainment. 





The Traffic Club of Newark held its annual Christmas party 
at Stetter’s Restaurant December 29. The next meeting will be 
at the Chamber of Commerce January 3. Charles Grant Shaffer 
will speak on “The Cultural Awakening in Newark.” 





The Miami Valley Traffic Club will hold its fifth annual din- 
ner meeting at the Miami Hotel, Dayton, O., February 9. 





The Traffic Club of Atlanta began the publication of “The 
Traffic Club Broadcast,” official organ of the club, with the De- 
cember issue. The publication is to come out once a month. 
The club had a “ladies’ night dinner” at the Atlanta Athletic 
Club December 30. There was dancing and an elaborate pro- 
gram of entertainment. At the December luncheon, arrange- 
ments were made for a “study club” to be held twice a month, 
with lectures and instructors. Two nominating committees were 
appointed, each to prepare a ticket of nominations to be pre- 
sented at the election of officers at the January meeting. 





The Transportation Club of Saint Paul will hold its annual 
election January 18. The list of nominees contains two names 
for each office. The fifth annual banquet will be held at the 
Athletic Club January 27. Charles Donnelly, president of the 
Northern Pacific, will be the principal speaker. James T. Maher, 
right of way and tax commissioner, Great Northern, will be 
toastmaster. 





The Los Angeles Transportation Club held its annual Christ- 
mas and New Year’s “high jinks” at its club rooms in the 
Builders’ Exchange Building, December 29. There was dancing, 
entertainment, and a Christmas tree. 





The Twin City Women’s Traffic Club held a meeting at the 
Saint Paul Athletic Club December 2. George R. Martin, vice- 
president of the Great Northern, was the speaker. The club has 
opened its membership to railroad employes as well as indus- 
trial employes. 





The Transportation Club of Evansville held a dinner meet- 
ing December 15. The following officers were elected: Presi- 
dent, O. T. Meyerhoff, traffic manager, Graham Glass Works; 
vice-president, J. O. Beeler, general agent, C. & E. I.; and the 
following directors: E. B. Smith, R. Beharrel, E. A. Moenning, 
H. H. Atkins, D. B. Hevron, and W. J. Wetzel. 





The Joplin Traffic Club held a meeting December 10. The 
following officers were elected: President, T. B. Martin, traffic 
commissioner, Chamber of Commerce; vice-president, S. C. 
Fones, sales manager, Independent Gravel Company; secretary- 
treasurer, W. B. Schreier, chief clerk to division freight agent, 
Santa Fe; and publicity director, John J. Harutun, traffic man- 
ager, Wilhoit Refining Company. The club has approved the 
action of the Associated Traffic Clubs of America at the Mil- 
waukee meeting pertaining to an educational program. 





The Clarksburg (W. Va.) Traffic Club has ratified the resolu- 
tions pertaining to an educational program and carrier consoli- 
dation adopted by the Associated Traffic Clubs of America, at 
the meeting at Milwaukee. The club has appointed an educa- 
tional committee. 





The Traffic Club of Baltimore will hold a meeting January 
4 at the Hotel Rennert. There will be discussion on “What 
Baltimore needs to keep up the pace that has been set for her.” 
The nominating committee will be appointed and arrangements 
made for the annual banquet February 1. 


CAR SURPLUS AND SHORTAGE 


The average daily surplus of freight cars in the period 
December 8 to 14, inclusive, was 180,140, as compared with 
164,580 cars in the preceding period, according to the car 
service division of the American Railway Association. The 
average daily shortage was 67, made up of 1 flat, 25 gondola 
and 41 hopper cars. The surplus was made up as follows: 

Box, 103,743; ventilated box, 342; auto and furniture, 17,774; 
total box, 121,859; flat, 6,166; gondola, 17,643; hopper, 4,754; total 
coal, 22,397; coke, 206; S. D. stock, 16,955; D. D. stock, 2,700; refrig- 
erator, 8,506; tank, 192; miscellaneous, 1,159; total, 180,140. 

Canadian roads reported a surplus of 7,950 box, 150 auto 
and furniture, 700 flat, 250 gondolas, 500 S. D. stock, 150 refrig- 
erator and 200 miscellaneous cars. 
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Terminal Freight Services and Allowances 


Last of a Series of Sixteen Articles on This Subject, Written for The Traffic World, by 
G. Lloyd Wilson, Ph. D., Assistant Professor of Commerce and Transpor- 
tation, University of Pennsylvania 


In this concluding article of the series there remain to be 
discussed several terminal services that are parts of the services 
offerer by typical railroads to their patrons in connection with 
handling special types of freight traffic. 

Freight, either carload or less than carload, is often weighed 
on wagon scales rather than in cars on the scale tracks of the 
shipper or the consignee, or on the track scales owned by other 
industries or upon the track scales of the carriers. The weights 
of goods ascertained by weighing upon wagon scales are used for 
the use of the railroad company, the shipper, consignee or the 
public, as in the case of weights obtained upon track scales. 
The rules, regulations governing the use of the wagon scale 
weighing service, and the charges for the use of the wagon scales 
and for weight records are published by the carriers performing 
the services in special service or miscellaneous service tariffs. 

A typical tariff of this type provides-a set of uniform rules 
to govern the weighing of freight upon all wagon scales located 
at virtually all stations on the line of the railroad as shown in 
the official list of stations and agencies issued by the carrier. 
An exception is made to provide other weighing rules and regu- 
lations at several stations where special rules, regulations and 
charges are provided for in special tariff items or by other 
tariff issues. 

The miscellaneous special service tariff of the Pennsylvania 
railroad, for example, publishes special rules, rates and regula- 
tions to govern the weighing of freight on wagon scales at the 
Corry, Pa., and Philadelphia, Pa., stations on its line and at sta- 
tions of the New York Dock Railway. P 

At another station shown in its official station list, the gen- 
eral tariff regulations govern wagon scale weighing service.’ 


Charges for Weighing 


Carriers provide wagon scales for the convenience of their 
patrons or to obtain information as to weights for their own use 
in connection with freight traffic which has moved or which is 
to move over the lines of the carriers owning the scale facilities. 
The weights, determined either upon the railroad companies’ 
own wagon scales or upon scales of other ownership when the 
carriers have arranged with the owners for the use of the scales, 
are used by the carriers for freight billing or accounting pur- 
poses. 

When other wagon scales are not accessible or are not con- 
veniently located, the wagon scales of the carriers may be used, 
at the option of the carriers and at their convenience, to deter- 
mine weights of goods for public use upon the terms shown in 
Tables No. 1 or Table No. 2. ‘These schedules of rates are those 
published for general application by a representative eastern 
trunk line carrier. 


Table No. 1 


CHARGES FOR WEIGHING FREIGHT—FOR USE OF 
RAILROAD COMPANY OR PATRONS 

1. For weighing traffic which has moved or is to be moved 
by the carrier, when weighed by the shipper, eyo or 
owner on the carriers’ wagon scales No charge. 
2. For weighing traffic which has moved or is to be moved 
by the carrier, when weighed upon the carriers’ wagon scales 
by a representative earrier and weight is used by the carrier 
for billing or accounting purposes, whether carrier’s certificate 
of weight is issued or not No charge. 
For weighing freight which has moved or is to be moved 


by the carrier, when the weighing is done upon the carrier’s 
own wagon scales by a representative of the carrier at the 
request of a shipper, consignee or owner of the freight and a 
certificate of weight is issued by the carrier for purposes other 
than those of the carrier, for each certificate, 12%c issued. 


The rules of a typical tariff provide in connection with a 
scale of charges shown in Table No. 2 that the carrier will not 
undertake to make use of its wagon scales for the benefit of its 
patrons or the public at locations or outlying points where the 
carrier has no freight station agent immediately in charge of the 
scales, except at the option and convenience of the carrier. 

The Pennsylvania railroad miscellaneous services tariff, re- 
ferred to previously, provides, in addition to a standard set of 
Tegulations governing the weighing of freight which has moved 
or is to move via the line of that carrier, for the purposes of 


See P. R. R., G. O., I. C. C. No. 14495, Item No. 15; G. O., I. C. C. 
13811, and N. Y. D. Ry., I. C. C. No. 17, and Supplements oJ re- 
issues of the foregoing. 

*See P. R. R., G. O., I. C. C. No. 14495, Item No. 14, and G. O., 
1. C. C. 10000. 





the shipper, consignee, owner, or for freight billing or accounting 
purposes of the carrier, a regulation to govern the weighing of 
merchandise freight for the public which has not or is not to 
move by the carrier’s line. 

This item provides that merchandise which has not moved 
or which is not to be moved by the carrier may be weighed for 
the convenience of the public on the wagon scales of the carrier 
by a carrier’s representative at a charge of 19 cents per wagon. 
This charge is the same whether or not the carrier issues a 
weight certificate to the person at whose request the weighing is 
done.? 


Weighing Shipments of Live Poultry 


Special rules, regulations and charges are commonly pro- 
vided for the weighing of carload shipments of live poultry by 
the carriers handling considerable volumes of this type of traffic. 

The tariff of the Pennsylvania provides that shipments of 


Table No. 2. 


CHARGES FOR WEIGHING FREIGHT—FOR PUBLIC USE 
Freight weighed for public use is weighed only at the option 
of the carrier at the following rates: 
Weighing each empty vehicle, 6% cents. 


Weighing each vehicle under load, 12% cents. 

Weighing live stock, all kinds, single animals weighed 
separately, 121%. cents each. 

Weighing live stock or animals in lots of three or more, 
for each draft, 35 cents. 





live poultry are to be handled and weighed on the scales of the 
carrier at the following points: 


1. Shipments consigned to New York are handled at Jersey City, 
i J., unless they are specially consigned to a New York delivering 
point. 

2. Shipments consigned to Newark, N. J., are handled only at 
South Broad Street yard, Newark. 

3. Shipments consigned to Philadelphia, Pa., are handled at the 
West Philadelphia Market House only. 

4. Shipments consigned to Baltimore, Md., are handled at Bolton 
Street Station, Baltimore. 


Carload shipments of live poultry originating at points on 
or east of the Mississippi River or on or north of the Ohio River 
are weighed in coops or wagon scales upon arrival at these ter- 
minals. Freight charges are assessed upon the weights obtained 
in these ways. The charges are, of course, subject to the carload 
minimum weight provided for live poultry in the Official Classi- 
fication. A carload minimum weight of 18,000 pounds, subject to 
Rule 34, is provided in the present Official Classification upon 
live poultry in coops or crates.‘ 

Shipments which have originated at points west of the Mis- 
sissippi or south of the Ohio rivers are delivered on the same 
basis as shipments from points east of the Mississippi or north 
of the Ohio, as far as freight charges are concerned. The 
charges of the connecting lines beyond the Mississippi or Ohio 
rivers must be collected on the bases assessed by the connecting 
lines. 

Shipments from the south which have moved by way of the 
Potomac Yards or via any of the other Southern gateways, in- 
cluding Hagerstown Transfer, Md., Norfolk, Pinner’s Point, Ports- 
mouth, and Richmond, Va., are weighed and charges assessed 
on the bases of the weights obtained by weighing the poultry 
in coops on portable scales or on wagon scales of the carrier. 

When the poultry has been shipped in special live poultry 
cars, the fowls are unloaded from the cars into portable coops 
before being weighed. Freight charges are assessed on the 
bases of the weights found by weighing the poultry in the coops 
and deducting the actual weights of the coops from the gross 
of the poultry and the coops to arrive at the net weights of the 
poultry. If the net weights so ascertained are lower than the 
carload minimum weight prescribed for live poultry by the 
Official Classification, the classification minimum is applied and 
the charges are assessed upon this basis. Consideration must 
also be given to the charges of connecting line for the portions 
of the movements before reaching the lines of the delivering 
carrier.® 

Shipments which are transported in portable coops are 
weighed when the coops are unloaded from the cars. The gross 


3G. O., I. C. C. No. 14495, Item No. 15, page 16. 

‘Official Classification No. 48, Consolidated Freight Classification 
No. Agent F. W. Smith’s I. C. C., O. C. No. 48, page 359, Item 16. 

sIten: No. 12, Rule 4, G. O., I. C. "C. No. 14495. 
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weights of the poultry and the crates are ascertained and the 
net weights for billing purposes are arrived at by deducting an 
allowance of forty pounds for each large coop over four feet 
long, and of twenty-five pounds for each small coop four feet 
long, three feet wide and one and one-half feet high. 

When other freight is loaded in the same cars with ship- 


ments of live poultry, the combined shipments of poultry and 


other freight constituting carload movements, the freight 
charges are assessed on the bases on the actual weights of the 
shipments, subject to the carload minimum weight provided by 
the Official Classification to apply upon shipments of live poul- 
try and to the rules applying to deduction for weights of coops 
in arriving at the net weights of the shipments of the live 
poultry. 

If stanchions or other supports are used to brace the coops 
containing the poultry in cars, the supports are furnished at the 
expense of the shippers.°® 


Loading and Unloading Services 


Railroad companies, in order to release needed equipment 
and to prevent freight cars from being used as storage ware- 
houses in the terminals, make special arrangements to unload 
carload freight or L. C. L. package freight into the carriers’ 
warehouses or at other places upon the premises of the carriers 
suitable to accommodate the freight. The arrangements vary in 
detailed rules and regulations with carriers and at various ter- 
minals of the same carriers. In principle the services are the 
same and are definite terminal services, for which special ter- 
minal tariffs, special items of terminal tariffs, or of miscellaneous 
special service tariffs are issued. 

A typical tariff provides general rules to govern loading and 
unloading and special regulations applicable at the half dozen 
largest terminals. Special traffic, such as hay in carload lots, is 
handled under the terms of special commodity service tariffs 
applying to such traffic, the terms of which have already been 
discussed in connection with storage and elevation.’ 

Automobiles in less than carload lots, upon which assistance 
is required in loading or unloading, are loaded or unloaded with 
assistance furnished by the carriers at the carriers’ expense. 
This is in line with the general practice of the carriers in load- 
ing and unloading L. C. L. freight by the carriers’ own em- 
ployes, the expense of such services being absorbed out of the 
normal less than carload rates applicable to the traffic. 


Loading and Unloading Rules at Baltimore and Washington 


Shipments of freight other than bulk freight, excepting 
freight in intra-terminal switching service and shipments of sul- 
phur in bulk, moved at carload rates, are loaded and unloaded 
by the carrier at the warehouses, sheds or platforms of the car- 
rier in the Baltimore terminal district, including Calvert Street, 
Jackson Wharf, Canton Piers, Bolton and President Stations. 

Carload shipments of sulphur in bulk which have been dis- 
charged from vessels docking at the Canton, Md., piers of the 
Pennsylvania railroad or the Canton railroad are loaded into cars 
at the expense of the carrier, the Pennsylvania railroad. A maxi- 
mum expense of 32% cents per ton of 2,000 pounds is set when 
the traffic is discharged from ships docking at the Canton rail- 
road piers. 

The tariff item specifically provides that this arrangement 
to load or unload does not apply to traffic moving at rates pro- 
vided in the local switching tariff or freight which has moved 
from or is to move to Sparrow’s Point, Md., or points interme- 
diate thereto.® 

A general provision that all freight in carload lots, with the 
exception of bulk freight, moving at carload rates, which is re- 
ceived or delivered at Washington, D. C., through the warehouses 
or sheds or over platforms of the carrier, is loaded into or un- 
loaded from freight cars by the carrier. 


The Rules in New York Terminal 


The same tariff contains a rule which stipulates that freight, 
other than bulk freight, which is carried at carload freight rates, 
received or delivered at New York and Brooklyn stations of 
the Pennsylvania, as shown in the official station and agency 
tariff of the carrier, which is handled through that carrier’s 
warehouses or sheds or over its piers or platforms is unloaded 
from or loaded into cars by the carrier. 

Carload freight which is delivered directly to or received 
directly from car floats, lighters or barges of the carrier in New 
York harbor is unloaded by the carriers subject to the lighterage 
and terminal service regulations of the carrier. This arrange- 
ment, however, does not apply to traffic loaded into or unloaded 
from cars on team tracks in connection with float movement.’ 

At Jersey City and Greenville Piers, N. J., carload package 
or piece freight, excepting lumber and articles specifically shown 
in the lighterage tariff, received directly from or delivered di- 
rectly to barges or lighters which are not owned or controlled 


*G. O., I. C. C. No. 14495, Item No. 12, Rules 1 to 8 inclusive and 


es. 
PH 4 typical rules for handling hay, see G. O., I. C. C. 14322 and 
*See G. O., I. C. C. No. 14159 and 14495, Item 20. 

"See G. O., I. C. C. No. 14430. 


not 
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by the carrier, is received at or delivered to piers, string-pieces 
or platforms, and loaded into or unloaded from the cars by the 
carrier. 

Rules at Philadelphia and Pittsburgh 


A general rule applicable at the Philadelphia terminal ac- 
cords loading and unloading services to all package freight 
carried at carload rates which is loaded or unloaded by the 
carriers at the principal freight stations of the carrier in Phila- 
delphia. These services are not granted to freight handled at 
the owner’s request directly to or from cars on team tracks. 


A more complicated rule is provided for application to traffic 
at Pittsburgh. The carrier in the terminal unloads carload 
package freight through its freight stations to enable the deliv- 
ering freight agents to make deliveries to the parties presenting 
written delivery orders from the consignees. A charge of 2%c 
per hundred pounds or 50c per net or gross ton, depending upon 
the basis upon which the freight is rated, is made for the serv- 
ice. The charge is based upon the actual weight of the ship- 
ment and is not affected by carload minimum weights. The 
agents of the carriers do not act as representatives of the owners 
of the freight in the distribution of inbound shipments which 
have moved at carload rates. Arrival notices are not sent by 
the agents of the carriers to more than one party on each ship- 
ment regardless of the number of persons to whom the freight 
is ultimately delivered: 


The railroad company, in this same .terminal, unloads car- 
load freight from cars upon team tracks, upon the request of 
consignees, and make straight deliveries to one consignee only. 
A charge of 14%c per hundred pounds or 30c per gross or net 
ton, as the freight is rated, is made for the service. Charges 
are based on the actual weights of the shipments. 


Rules at Lake Port 


The same carrier provides rules and charges substantially 
similar to the loading, unloading and delivery regulations and 
charges in force at Pittsburgh, to apply to the handling of pack- 
age freight in carloads at Buffalo, N. Y. The rules at this ter- 
minal permit package freight carried at carload rates to be 
loaded or unloaded by the carrier at the request of the owners 
at its freight houses or at Seneca Street Warehouse, Myrtle 
Avenue Extension of the Keystone Warehouse Company or at 
the Union Dock Warehouse or at the sheds and platforms of 
this company. Freight by the carrier of the same character 
may also be unloaded from or loaded into cars at team tracks 
of the carriers’ stations. 


Charges for these services are assessed as follows: 


For loading or unloading at stations, piers, warehouses or plat- 
forms, per hundred pounds, 2c; per ton, gross or net, as rated, 50c. 
For loading or unloading at team tracks, per hundred pounds 1%e; 
per ton, gross or net, as rated, 30c. 


WOMEN IN RAILROAD WORK 


The Commission has made public a statistical statement 
prepared by the Bureau of Statistics showing that, as of Octo- 
ber 1, 1926, there were 61,302 women employed by Class I rail- 
roads, as compared with 90,052, October 1, 1920, a decrease of 
28,750. The report contained no comment as to the cause for 
the decrease. The present count was made at the suggestion 
of the women’s bureau of the Department of Labor. The regular 
employment reports of the carriers do not distinguish as to sex. 


As of October 1, 1926, the number of women railway em- 
ployes reported by Class I roads, by districts, were as follows: 
Eastern district, 28,326; Southern district, 9,882; Western dis- 
trict, 23,154. By classes of employment, the number of women 
in each class, as of October 1, 1926, was as follows: 


Attendants, 518; car department, 641; clerical or semi- 
clerical, 51,127; cleaning, 3,332; elevator operators, 53; messenger 
service, 179; personal service, such as cooks, waitresses, nurses, 
maids, etc., 1,814; roundhouse work, 295; shopwork, 290; signal 
service, 29; station agents, etc., 807; supervisors of women 
employes, 144; telegraph operators (handling other than train 
messages), 306; telegraph and telephone operators handling 
train orders, 1,121; train service, 2; warehouses and docks 
(billing clerks, etc.), 190; watchwomen (crossings, etc.), 192; 
and other service, 262. 


TELEPHONE COMPANY EARNINGS 


Compilations made by the Bureau of Statistics of the Com- 
mission from reports of seventy telephone companies, includ- 
ing only companies having operating revenues in excess of 
$250,000, show that for October, the aggregate operating income 
was $19,133,596, an increase of 7.3 per cent over the income 
for October, 1925. For the ten months ended with October 
the income was $173,218,211, an increase of 12.7 per cent over 
that for the same period of 1925. At the end of October the 
number of company stations in service was 13,701,431, an in- 
crease of 822,072, or 6.4 per cent, over the number in service 
at the end of October, 1925. 
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CANADIAN CAR LOADING 


The cold weather and the close of lake navigation affected 
car loadings the week ended December 18 in the western divi- 
sion, where the decrease from the previous week amounted to 
5,619 cars, grain dropping off 2,336 cars, merchandise 951, and 
miscellaneous freight 934 cars. In the eastern division grain 
showed a small decrease, coal a gain of 908 cars, pulpwood a 
gain of 576 cars, and merchandise and miscellaneous freight 
gains of 529 cars and 706 cars respectively, so that instead of a 
seasonal decline as in the past three years, the total loadings 
showed an increase of 2,158 cars. 

Compared with loadings of the week ended December 19, 
1925, the total was 1,170 cars less, due almost entirely to the 
large loss in grain, which was lighter by 5,564 cars and. which 
more than offset gains of 3,112 cars in coal, 1,058 cars in mer- 
chandise, and 353 cars in miscellaneous freight. 


CARS OF REVENUE FREIGHT LOADED ON CANADIAN 
RAILWAYS 


EASTERN CANADA 


—For the Week Ended— 
Dec. 18, Dec. 11, Deo, 2 












































Commodities 1926 1926 

Grain and Grain Products................ 3,151 3,219 3,335 
I CII Sosa ar csore efeia: orarcio. Wie.o/6:4-ertioed sre ores 1,091 1,414 891 
ME Sei ys Boece ose si eblalncaticls ele eee eR eRe 5,890 4,982 3,637 

MINE ea. cn igivutcaiareuevere-nie W eaioreawancteaeeieawea 300 3 3 
ON EOE ee NT ere ene 2,227 2,145 2,386 
I a alae aa iy ca aig inva saspiethind oroe mete aa 1,850 1,274 1,960 
Re Serer eo eee 2,192 2,145 2,015 
Other Forest Products. .....ccccccccsccces 1,048 1,164 1,140 
(ESE on He cal a aS rp Oo 600 742 24 
oe OS Oe ore 12,708 12,179 11,302 
I Gab. 6.4 eie's b90:5:65 89 s:0:04:b os ebr 9,901 9,195 9,015 
ORNL CHGS TEGO ios ccis 6 ocicsivccccscs 40,958 38,800 36,794 
Total Cars Received from Connections 33,945 33,786 32,027 

WESTERN CANADA 
Grain and Grain Products...........ecess 7,743 10,079 13,123 
eh ONO vcs oinler bs. fend ssc Kornseeenseoabe 1,197 1,846 1,454 
BE grcindeanhUkotciane eve biased Rbeae onal 4,062 4,448 3,203 
RI iat Een cae o's es aicere Sratons Geiss epeaneie ate eeieere 122 133 39 
DE cl. Satinis ose Cate scnese~sedeekueodeus 672 655 739 
EE Ce ee en eae nee 244 235 139 
 acinn ani. 6e-000.46-seine eeumesine 161 125 226 
Other Forest Products...............eee0- 1,636 1,891 1,414 
Mand clmieewbechieedwe d.o:es6:0d.04' ds Ja N Geese 724 883 677 
eS er eee 3,903 4,854 4,251 
IN dls Wak CENCE Rigs 0:00 65-0646 As wis 2,168 3,102 2,701 
Total Cave LOSER 6 c6ciicccscieciowee: 22,632 28,251 27,966 
Total Cars Received from Connections 2,955 3,590 2,992 
TOTAL FOR CANADA 

Grain and Grain Products...........seee- 10,894 13,298 16,458 
MME UNO 6.505 6 cc hecceCinseceeesesiteoees 2,288 3,260 2,345 
NED <’ig aS ein tad els oe ae Speen eneaee Weowe 9,952 9,430 6,840 

Se ee ree 422 474 4 
oro wiin cy 6 aan amondenengesaaehaarunteateminaal 2,899 2,800 3,125 
EEE Gaal GAs cos e'ac's 4 vee arco @heleele a 2,094 1,509 2,099 
ee Pree err rere 2,353 2,270 2,241 
Other Forest Products..........cccccccees 2,684 3,055 2,554 
ERR Sco =. are ea ee ee 1,324 1,625 1,401 
SS are 16,611 17,033 15,553 
PIII. cidecécsdeae's crates Seb eus tions 12,069 12,297 11,716 
OURE COTO Di 06.00.60 6:0:0:006 0 09:00:90 63,590 67,051 64,760 
Total Cars Received from Connections 36,900 37,376 35,019 

CUMULATIVE TOTALS TO DATE 

1926 1925 
Grain and Grain Products.............++> 492,790 492,881 
ME a eis coc rietircle’o wes wewenpesren? 115,199 124,107 
CS ER A OAS 320,174 229,613 
19,166 15,705 
179,878 177,399 
124,287 121,316 
8,458 104,121 
153,602 140,428 
7,377 71,426 
Ss ee OE SE Ae rear 826,031 770,771 
MEINE 86.80 Sado 6ics. nS ile Does see 718,991 651,751 
TOUT SHOW TOWNE ss occ ccc escesencess 3,155,953 2,899,518 
Total Cars Received from Connections 1,877,285 1,663,244 


CANADIAN RAIL EARNINGS 


The official summary of earnings and expenses show that 
the Canadian National Railways had in eleven months of 1926 
gross earnings amounting to $242,854,988 and in the same period 
the working expenses totaled $201,403,360, thus leaving net earn- 
ings of $41,451,628. The gross is the largest yet recorded for a 
Similar period in the five years since the amalgamation of the 
various units into the present system, while the net establishes 
a new high mark in the financial history of the railway and 
exceeds by $9,187,213 the total net of the twelve months of 1925. 

The operating ratio of the system continues to show a down 
trend. For the first eleven months of 1926 the ratio has been 
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reduced to 82.93 per cent as compared with 87.83 per cent during 
the similar eleven-month period of 1925. 

In November the gross earnings of the railways amounted 
to $25,807,954 compared with $24,675,451 in November, 1925. In 
November last the working expenses amounted to $18,417,118 
compared with $18,244,967 thus, while the earnings increased in 
November, 1926, by 4.59 per cent, the working expenses in- 
creased only by 0.94 per cent. 

In November last the net earnings were $7,390,836 compared 
with $6,430,484 in November, 1925, an increase in the net in 
favor of November 1, 1926, of 14.93 per cent. 

Taking the eleven-month period of 1926, the gross earnings 
have increased in comparison with the first eleven months of 
1925 by 9.83 per cent while the expenses in eleven months of 
1926 increased only by 3.71 per cent in comparison with eleven 
months of 1925, and the net for 1926 shows a gain over eleven 
months of 1925 of 54 per cent. 

There is also an improvement in operating ratio for No- 
vember, 1926, as compared with November of last year, the ratio 
being 71.36 for last month as against 73.94 for November, 1925. 

For the eleven months’ period of 1926 the operating ratio 
and net earnings compared with those of similar eleven-month 
periods of the preceding years are as shown below: 


(1) (2) 
I Gi hid heen any cgehininis: de Qtigee lsc lets pealetee $5,848,151 97.23 
Sree oe ee er ene Sree 16,723,089 92.74 
MEINE. [o: <:sis sie sie Anareisrsioree: S5G)5 siamieioiw aisipreers\e'e's winrain eietn 14,483,968 93.30 
rere ee ere er ee 26,916,205 87.83 
PME wid. dc Wikia d cle view 5/04 0 siemine Sega olen aise hiss ielbietent 41,451,628 82.93 


(1) Net earnings for 11 months. (2) Operating ratio. 


The gross earnings of the Canadian National Railways for 
the week ended December 21, were $5,215,210, as compared with 
$5,490,258 for the corresponding week of 1925, a decrease of 
$275,048. Traffic earnings of the Canadian Pacific for the same 
period were $3,851,000, a decrease, compared with the same 
period last year, of $823,000. 


BRANCH LINE PROGRAM 


The C. B. Hubbard interests are again seeking power to 
build the Red Lake and North Western Railway into the new 
mining area near the western boundary of Ontario, and rumors 
are heard that the T. and N. O., the Ontario owned road, will, 
under the Privy Council decision of this year, again attempt to 
push across the Quebec border into Rouyn. 


. However, the C. N. R. line there is almost completed, and 
will shortly be in operation. The bill for the Red Lake railway 
was discussed on several private bills nights running last ses- 
sion by T. L. Church, northwest Toronto, and Mr. Church is 
back with all his old determination. 


With the practical completion of the three year program 
begun early in 1924, a new but much less extensive schedule of 
Canadian National Railway branch lines will be submitted to 
Parliament at the resumption of the session. While there were 
21 lines in the previous list there are only six so far decided 
upon for the new program and the probable addition to that will 
be inconsiderable. 


Only one work will be undertaken in eastern Canada, and 
that will be a 20 mile extension to the Lake St. John line to 
tap valuable industrial areas. The remainder of the program 
will be distributed in Alberta and Saskatchewan as follows: 


From Ashmont, Alberta, into the Beaver River country: 
- * = between St. Paul de Metis, Alberta, and the Turtleford, 
ask., line: 

Continuation of the work on the branch running in an easter! 
— from Turtleford and possibly connecting it’ with Shelbrook, 
ask.: 

A short line from Weyburn to Radville, Sask.: 
. a branch line running in an easterly direction from Ridgedale, 
ask. 


There will be a number of small branches in the mining 
—_— of Alberta, but no decision has yet been reached as to 

ese. 

Stories to the effect that the Canadian National Railways 
program would include an outlet from the Peace River Country 
in northwestern Alberta are discredited in government circles. 
Western cabinet members and government officials are said to 
a apne to the construction of the proposed Brule Lake 
cut-off. 

The aggregate cost of this program is not expected to ex- 
ceed $6,000,000, while the final cost of the 1924 program was 
$20,702,300, that sum including the cost authorized in the sched- 
pn — the 15 per cent additional allowed for unforeseen 

emands. 


CANADA-WEST INDIES SERVICE 


The terms of the Canada-West Indies trade treaty call for 
special steamship services as part of Canada’s obligations. It 
only remains for these services to become operative before the 
whole treaty goes into effect. All the islands of the West Indies, 
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Bermuda, British Guiana, and British Honduras, have ratified 
the treaty and have been waiting for the steamship service. 

The agreement calls for two services—one, a fortnightly 
freight, passenger, and mail, from Canadian ocean ports all the 
year around calling at Bermuda, St. Kitts, Nevis, Antigua, Mont- 
sarrat, Dominica, Barbadoes, Trinidad and Demerara. The ves- 
sels in this service are to be from five to six thousand tqns, 
with a speed of twelve knots or more, and accommodation for 
100 first-class, 30 second-class and 100 steerage passengers. 
There must be cold storage space of 10,000 cubic feet. 

The other service is to be a fortnightly freight service of 
vessels of about 4,300 tons. The rates are to be controlled by 
the Canadian government. The other parties to the agreement 
will contribute £29,000 annually to the service. Canada has 
also undertaken a fortnightly mail passenger and freight service 
between St. Lawrence ports in summer and other Canadian 
ports in winter, calling both ways at Bermuda, the Bahamas, and 
Kingston, Jamaica. The passenger service is to be similar to 
the former service and.there will be refrigeration for 70,000 
stems of bananas and for Canadian meat. 


MONTREAL TRAFFIC 


In the 1926 season of navigation on the St. Lawrence, only 
882 ships from overseas and foreign ports entered inward at 
the port warden’s office, as compared with 1,010 last year and 
937 the preceding year. This shows a decrease of 128 for the 
seven months’ navigation. 

This was an increase of 89, however, in the number of ships 
trading from Montredl to lower ports in the St. Lawrence, ex- 
cluding Quebec and intermediate points. <A total of 320 is re- 
corded under the heading of ships trading to lower ports, as 
compared with 231 for last year and 271 for the 1924 season of 
navigation. 

Certificates were granted to 284 tramp steamers for the 
carriage of grain out of Montreal during the season, as against 
367 for the 1925 season, which shows a decrease of 83. That 
there were fewer ships carrying grain out of the port this year 
is easily comprehensible, taking into consideration the disrup- 
tion of the grain chartering market by the British coal strike, 
which affected the trade from the beginning of the season until 
its close. Thirty-two million bushels less grain were shipped 
out of Montreal this season, so it is natural that fewer ships 
should have received grain certificates. 

Rates for chartering soared from 12 cents a hundred pounds 
to as high as 40 cents a hundred pounds in the worst part of 
the strike, when every available boat was being taken for the 
transportation of coal from the United States to Great Britain, 
this trade being considered more favorable than the haulage of 
grain at a less remunerative rate. Buying in Europe was less, 
unsettled conditions, depreciated currencies, high transportation 
rates, with the anticipation of a break in the strike, and re- 
sultant fall in chartering prices, all uniting to create a lessened 
demand for Canada’s wheat and other crops. 

Although no final figures were available at the Montreal 
Harbor Commission offices concerning the number of ships that 
have entered the port this year, tentative reports show that 
1,060 ocean-going ships have been entered on their records this 
year, as compared with 1,040 last year, an increase of 20 for 
this season. This total includes 87 of Henry Ford’s ships, about 
25 tugs that have brought those ships up from United States 
Atlantic ports, and 66 oil tankers and foreign ships that have 
passed up the Great Lakes. 

An increase of 148 is seen in their recorded figures repre- 
senting the number of ships that have traded between Montreal 
and the lower ports of the St. Lawrence, this being the differ- 
ence between 363 this season and 215 last year. 

In so far as these figures added together are taken to repre- 
sent the volume of shipping that has entered the port in the 
year, it may be said that another record has been made for the 
port of Montreal, 1,423 ships having come this season, as com- 
pared with 1,255 last year, which constituted a record to that 
date. This is an increase of 168 over last year, or of 56 if the 
vessels that passed into the harbor and up to Detroit for Henry 
Ford are not included. 


PASSING OF FORD SHIPS 


Eighty-seven of the 199 U. S. Shipping Board ships bought 
by Henry Ford for $1,697,470, in cash, passed up to Detroit this 
season, though others passed through the St. Lawrence canals in 
the form of scrap carried aboard the 87. This makes 88 in all 
since they started to move up, for the S.S. Lake Fondulace was 
towed through the Lachine Canal on December 5 last year, so 
that experiments might be carried out to determine the best 
method of scrapping the remainder that were to be expected 
subsequently. 


MOTOR VEHICLE COMPETITION 
Railway service built on a basis of service and dependability 
is regaining its laurels in short-haul passenger traffic, which, 
for a time, was threatened by motor competition, the Canadian 
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National Railways passenger department estimates. The loss 
of business to those competing forms of transportation is esti- 
mated at approximately 25 to 30 per cent of that in 1924 and 
1925. 

The Candian National Railways, with the Grand Trunk 
Railway System and Central Vermont Railway, now have in 
operation thirty rail motor car services with an approximate 
annual mileage per annum of 1,540,074. Additional cars now on 
order will be placed in service within the next three months, 
bringing the annual rail motor mileage to approximately 
1,935,220. 

Canadian National officials say they find the rail motor car 
of great service in that, where the traffic is light, great econ. 
omies can be effected, and in other cases, more frequent service 
can be provided without increasing operating expenses. At the 
same time, the passenger revenues of the company are increased 
by this additional business. 


CANADIAN BOARD ORDERS 

The following are orders issued by the Board of Railway 
Commissioners for Canada: 

38563, December 17. Authorizing Canadian Nor. Sask. Ry. 
to open for traffic that portion of its Turtleford SE Branch 
mileage 0 to Fairholme, a distance of 23 miles. 

38565, December 18. Authorizing Canadian National Rys. 
to open for traffic new connection from mileage 224.15 on Stam- 


ford Subd’n, to mileage 2.05 on Grimsby Subd’n, Ont., distance 
of 1.14 miles. 


ROUYN TRAFFIC AGREEMENT 


An agreement has been reached between the Canadian Na- 
tional Railway and the Ontario government whereby all freight 
traffic for Rouyn that materializes west of Kingston will be han- 
dled over the Temiskaming & Northern Ontario—the provincial 
government’s line—by way of Cochrant, and whereby, presuma- 
bly, all freight business east of Kingston will be routed by 
Quebec to O’Brien, then south to its destination. 

Information to this effect was had from Premier G. Howard 
Ferguson when he was asked about a newspaper story to the 
effect that an agreement had been entered into by the T. & 
N. O. and the C. N. R., whereby the former Nipissing Central 
branch would be linked up as quickly as possible with the Rouyn 
branch of the latter road. 

“There’s nothing to that,” said the Prime Minister, re 
garding the “links” story. “The only agreement that we have 
reached concerns freight traffic only.” 


T. H. & B. AGREEMENT 


The announcement from Toronto that the Toronto, Hamilton 
& Buffalo Railway will operate over nine miles of Canadian 
National Railways’ tracks from Welland to Port Colborne, does 
not indicate any new departure in raiway cooperation nor does 
it mean purchase of a half interest in that stretch of line, ac- 
cording to a statement made by W. C. Chisholm, general counsel 
of the Canadian National Railways, who has been in charge of 
the negotiations so far as the Canadian National is concerned. 

The agreement gives to the Toronto, Hamilton & Buffalo, 
which is controlled by the C. P. R. and the Michigan Central, 
running rights as to freight alone for twenty-one years in return 
for which the T. H. & B. pays one-half of the interest charges 
and also pays on a wheelage basis for the use of the line. Simi- 
lar agreements are in effect at other points where joint running 
rights are enjoyed over the tracks of any one railroad company. 

The Welland to Port Colborne agreement, while made for 
21 years, may be extended for another 21-year period on the 
approval of Parliament. 


PACIFIC COAST BOARD 

The Pacific Coast Shippers Advisory Board held its second 
annual meeting at San Francisco, December 17. Charles E. Vir- 
den, elected general chairman of the board at its original meeting 
two and a half years ago, was re-elected. He reviewed the work 
of the board since its organization, particularly calling attention 
to the success of the “grape car plan” in the last year in meet- 
ing car requirements, and told of the organization of the Cali- 
fornia Vineyardists’ Association, formed to compel a clearing 
house for grape shippers so that a close check may be kept on 
marketing conditions throughout the country in the marketing 
season. 

George A. Leithner, district manager, American Railway 
Association, for the district embraced by the board (California, 
Arizona, Nevada and the greater part of New Mexico), said a 
new high record for the loading of revenue freight cars had been 
made for the district in the last year. He said 1,819,670 cars 
were loaded the first eleven months of the year, which repre 
sented an increase of 68,843 cars over the same period in 1925. 

In speaking of the success of the board, Mr. Virden said: 

Shippers and producers and carrier companies have been able 
through the medium of the board during the past two and a half 
years to readily adjust any differences arising in the course of their 


mutual transaction of business. No problem has as yet come before 
us too big for immediate and satisfactory solution. 
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Questions and Answers 


In this department will be answered questions of both legal and 
practical nature that confront persons dealing with traffic. A specialist 
on interstate commerce law, whois a member of our legal department, 
will give his opinion in answer to any s mple question relating to the law 
of interstate transportation of freight. A traffic man ot long experience 
and wide knowledge will answer questions eye ye practical traffic 

ems. We do not desire to take the place of traffic man but to 

Ip him in his work. ; : 

The right is reserved to refuse to answer in th's department any 
question, legal or traffic, that it may appear to us unwise to answer 
or that tte a —_ too complex for the kind of investigation 
herein contemplated. 

Address Quest‘ons and Answers Department, 
Traffic Service Corporation, Mills Building, Washington, D. C. 


False Cilaim—Penalty for Filing 


Ohio.—Question: What constitutes falsifying an invoice? 

Carriers contend they are entitled to discounts granted con- 
signees and, to get around this, I have been omitting terms from 
my certified copies of invoices and port copies invoices and 
carrier has discovered this and threatens prosecution. Am I 
subject to prosecution for this? 

Where two cases go forward, one of which is invoiced to 
consignee at $40 and the other without charge and no charge 
item is lost, what determines amount of carrier’s liability? 

What are Interstate Commerce Commission laws regarding 
carrier’s liability being invoice value minus all discounts granted 
consignees? 

Answer: In section 10 of the interstate commerce act a 
penalty is provided for filing false claims. See, in this connec- 
tion, the article on page 1240 of the November 27, 1926 Traffic 
World, under the caption, “Admits False Claim.” 

With respect to the matter of the deduction of trade and 
cash discounts in arriving at the value of a shipment, see our 
answer to “Louisiana,” on page 258 of the January 23, 1926, 
Traffic World, under the capition, “Damages—Deduction of Trade 
and Cash Discounts.” 


Tariff Interpretation—Follow Lot Shipments 


California.—Question: On page 1264 of the November 27 
issue of The Traffic World, in your answer to “Ohio” you state, 
that, in your opinion, either rule 24 or 34 should be used to 
determine the applicable rate on the shipment in question. 

Rule 34 cannot apply, since the classification clearly states 
that the minimum weight must be made subject to the provisions 
of that rule: in order for the rule to apply. Item 2385 of West- 
bound Tariff 1-W naming a commodity rate subject to a mini- 
mum weight of 30,000 pounds does not make that minimum sub- 
ject to rule 34; therefore, the provisions of that rule do not 
apply. Rule 24 of the classification applies, and the shipment 
is properly rated on the basis of a minimum of 30,000 pounds 
for the first car, and the actual weight on the follow-lot. 

We wish to call this matter to your attention, as you have 
been under a misapprehension in answering inquiries regarding 
the application of Rule 34 on Transcontinental shipments. We 
believe that after a further investigation of the tariff, you will 
agree with this interpretation. 

Answer: You are correct in your statement that the pro- 
visions of rule 34 are not applicable in connection with item 
2385 of Transcontinental Westbound Tariff No. 1-W, unless it be 
held that under the wording of a rule such as rule 1 of this tariff, 
the provisions of the Western Classification including Rule 34, 
are applicable to this tariff. In this connection see our answer 
to “North Carolina” on page 1508 of the December 15th, 1923 
Traffic World, under the caption “Tariff Interpretation”—When 
Application of Tariff Specifically Requires that Individual Rate 
Item Shall Definitely ‘Except to’, or Provide Against the General 
Application in Order to remove Such Rate Item from Scope of 
General Application of Such Exception is Condition Precedent to 
Non-application of General Rule.” 


Tariff Interpretation—Compliance With Tariff Provisions by 
Shipper 

Oregon.—Question: Will you kindly advise if there is any 
protection for consignee against 20 per cent penalty assessed 
for violation of rule 41, section 8 (c)? 

We recently received a shipment from an eastern concern, of 
toilet preparations, packed in paper cartons. The cartons com- 
plied with rule 41 in every respect and also bore the boxmaker’s 
certificate showing a gross weight limit of 65 pounds, but the 
cartons actually weighed 45 pounds, gross weight. When the 
shipment was received we were assessed the 20 per cent penalty 
because of the fact that the shipper had failed to make the 
notation on the bill of lading that the cartons did comply with 
rule 41. In this particular instance the penalty was quite heavy 
and amounted to something like $45. 

We were not able to recover the original bill of lading from 
the shipper, as the concern that made the shipment to us went 
out of business about the time of our controversy with the rail- 
road concerning the penalty. We would like to know if there 
1S any redress for the consignee or if they must stand for the 
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penalty assessed without the railroads having to prove that some 
attempt was made on their part to correct these errors before 
accepting the shipment. 

In placing our claim with the railroad company we referred 
them to the item as shown in your Volume XXXVII, No. 1, of 
January 2, 1926, in docket 5267, the Sea Gull Specialty Compary 
against the Baltimore Steam Packet Company, 27 I. C. C. 267, 
as we felt that this covered our case quite clearly. The carriers 
have returned our file, declining payment, and state that the: 
docket referred to was dated April 5, 1913, prior to the publica- 
tion of rule 41 of the Western Classification and that the docket 
refers to valuation, which was not analogous to our claim. 

We would greatly appreciate any assistance you might give 
us concerning this matter. 

Answer: In American Licorice Co. vs. C. M. & St. P., 95 
I. C. C. 525, the Commission held that the failure of the shipper 
to comply with a tariff provision requiring a certification on 
the bill of lading that the fiber boxes used for the shipment 
covered thereby conformed to the specifications set forth in 
the boxmaker’s certificate thereon and other requirements of 
rule 41 of the Consolidated Freight Classification subjected the 
shipment to the penalty provided for in the governing tariff. 

Freight Charges—Liability of Consignor 

Colorado.—Question: You are familiar with that clause of 
the bill of lading which reads: 

‘hehe rr eas as 

‘ The carrier shall ek eats delivery of this shipment without pay- 
ment of freight and all other lawful charges. 


Let us assume that a shipment of grain is billed to one of 
the terminal markets on a shipper’s order bill of lading to the 
order of the consignor, notify a commission merchant at des- 
tination. The commission merchant sells the shipment to a mill 
located in the destination city and the car is delivered to the 
buyer on a switch order issued by the commission merchant, 
and the carrier, for some reason, fails to collect the charge from 
the buyer. 

What we are interested to know is, will the carrier have 
any recourse against the shipper (whose name appears on the 
bill of lading as the party to whose order the shipment was 
originally consigned). In other words, is the consignor under 
the above set of circumstances also the consignee and, if so, is 
he not liable for unpaid freight charges regardless of the fact 
that the bill of lading clause above quoted has been executed by 
the consignor? 


Answer: In our opinion, the party to whose order the ship- 
ment is consigned is not the consignee after the acceptance of 
the shipment by the order notify party or after the carrier ac- 
cepts disposition instructions from the notify party. 

The carrier, in our opinion, after acceptance of disposition 
instructions from the notify party, must look to that party or 
the party to whom the shipment is delivered for its charges, 
where the stipulation provided for in section 7 of the Uniform 


Bill of Lading Contract Terms and Conditions is executed by 
the consignor. 


Freight Charges—Liability of Consignor 


Indiana.—Question: All our material is shipped in carload 
lots. We stipulate by signature on the face of the bill of lading 
that the carrier shall not make delivery of the shipment without 
the payment of freight and all lawful charges without recourse 
on the consignor. Will this free us from all claims, etc., by 
the carrier? 

In the last few days the carrier is stamping the bill of lading 
with the following: 


Please Note: It is hereby guaranteed that contents of this car 
will be unloaded at destination within the free time as far as prac- 
ticable and that all freight, demurrage and other charges lawfully 
accruing will be paid promptly. 


What is the effect of this notation? Sand and gravel shipped 
in open top cars is liable to freeze in certain weather, and this 
notation may be on that account. 

Answer: Inasmuch as the consignor is liable, in the event 
the consignee does not accept delivery of the shipment, for both 
freight and demurrage charges, we see no object in placing 
such a notation as that set forth above on the bill of lading, the 
provisions of which are inconsistent with and in confliction with 
the provisions of section 7 of the Bill of Lading Contract Terms 
and Conditions, if the purpose of the notation be to place liability 


a 


POSITIONS WANTED OR OPEN 


POSITION WANTED—Freight rate clerk, twenty-nine years old, 
seven years’ experience, general office large railroad; familiar with all- 
territories; wish connection industrial concern or railroad traffic de- 
partment. Accept reasonable salary. Located Chicago. Address 
U. R. G. 981, care Traffic World, Chicago, Il. ‘ 








TRAFFIC EXECUTIVE—Young man, several years with present 
industry, having thorough knowledge of all phases transportation mat- 
ters, desires connection with progressive company. Salary $4,500, 
Address R. M. T. 983, care Traffic World, Chicago, Il, 
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on the consignor after delivery to and acceptance of the freight 
by the consignee. 
Through Routes and Joint Rates 

Ohio.—Question: A great many shipments from Central 
Freight Association points of origin to southern destinations are 
being routed via traction lines to Ohio River gateways, thence 
steam railrads to destinations. The traction lines are not shown 
in tariffs issued by Agent Jones for Central Freight Association 
steam railroad carriers, consequently, these shipments are 
charged the local rates quoted in traction line tariffs from points 
of origin up to Ohio River gateway through which routed, plus 
steam railroad rates from such Ohio River gateways to destina- 
tions. This basis usually provides higher transportation charges 
than if the shipments were routed via steam railroads all the 
way. 

The traction line tariffs are filed with the Interstate Com- 
merce Commission and we can see no reason why they skould 
not be accorded representation in steamline tariffs (Jones’ 
tariffs 230 and 231, etc., for example) so that the rates appli- 
cable through the gateway over which the lowest combination 
figures May be charged fer the shipments. In many instances, 
through rates are in effect from Central Freight Association 
terriiory to southern destinations and it is our opinion that 
the traction lines should be accorded representation therein, 
for example, Jones’ tariff 15, etc. 

Please advise your opinion as to the foregoing and what 
steps should be taken to bring about the desired representation. 

Answer: Ordinarftly, unléss the public interest 1¢quires, 
a carrier may not be required to meet the rates of a ccm- 
petitor where a shipper has the option of using the rates of 
the competing line. 

Furthermore, “because a common carrier is engaged in 
interstate commerce it does not follow that it may be required 
to maintain joint interstate rates and through routes as a 
matter of course. Under the law the establishment of such 
rates and routes depends upon a showing that they are neces- 
sary and desirable in the public interest.” Hood Coal Co. vs. 
mm, V. 2. Co, 74-1. C Cy 83, 57. 

However, if additional routes are necessary or desirable 
in the public interest the Commission will order the establish- 
ment of such additional through routes and joint rates, provided 
certain conditions are present. See Michigan Central R. R. Co. 
vs. P. M. Co., 74 I. C. C., 496, on page 497 of which the Com- 
mission said: 


Its right to relief under section 15 depends upon whether it is 
engaged in the general business of transporting freight in addition 
to its passenger and express business, and is able to maintain in con- 
nection with defendants the through routes and joint rates prayed 
for; whether such through routes and joint rates are necessary or 
desirable in the public interest—that is, whether they are practicable 
and would substantially serve the convenience of the public; and 
whether by the establishment of such routes any of the defendants 
would be short-hauled—that is, required to embrace therein sub- 
stantially less than the entire length of their lines between the termini 
of such routes. These are the questions presented by the record. 


' See also Beaver Sand Co. vs. Director General, 66 I. C. C. 
285. 
Advance Charges 

Indiana.—Question: Shipper presents bill of lading cover- 
ing car of live poultry in a L P T car, the car rental being 
covered by American Railway Assocation tariff, B. T. Jones 5-C, 
I. C. C. 1686. 

Should the amount of the rental charges be shown in the 
advance column in the bill of lading inasmuch as it is to accrue 
in transit? 

Answer: In our opinion, car rental charge for the use of 
live poultry cars is a proper item of advance charges to be 
shown on the bill of lading. 


Tariff Interpretation 


lowa.—Question: We would very much appreciate your 
opinion as to the application of car rental charge of $5 on 
vegetables rated C in Western Classification. This shipment 
of cabbage originated at Oakwood, Wis., on the Chicago, Mil- 
waukee & St. Paul Railway and destined to a point in Iowa. 

C. M. & St. P. G F D Tariff No. 10000-F, I. C. C. No. B-5273, 
which carries the rate in question, does not make specific 
reference by I. C. C. number to E. B. Boyd’s Tariff No. 12-G, 
I. C. C. No. A-1020, which publishes the car rental charge in 
question, and which appears to be necessary under the pro- 
visions of paragraph “A” of item No, 90 of this circular. 

We admit that, under the provisions fo paragraph “B” of 
this circular, if the tariff which named the rate in question 
referred to this circular there would be no question about the 
application of the charge. However, it would appear that it 
must comply with all the provisions of paragraphs A, B, and C 
of Item No. 90. We are informed that paragraphs A to F of 
Item 90 are independent of each other, except as provided 
therein, and that paragraphs B to F apply on all traffic moving 
within the territories so described regardless of whether refer- 
ence by I. C. C. number is made to the circular in the tariffs 
naming freight rates applicable between the _ respective 
territories. 
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Answer: In Item 90 of Agent E. B. Boyd’s Tariff I. C. C. 
No. A-1020, which provides the application for Section 1 of the 
tariff, the following statement is made: 


_ The provisions of Section 1 of this circular will apply on perishable 
freight traffic (see Item No. 75), respectively and independently as 
shown below (see corresponding entries in last column, on the several 
pages of Section No. 1 opposite the individual items or rules). 


The letters A, B, C, ete., which appear in the last column 
on the several pages comprising Section 1, correspond with 
the several paragraphs or sections of the application of Sec- 
tion 1, which is provided for in Item 90, namely, paragraphs 
A, B, C, ete. 

In Item 799-C, the letters A, B, and C appear in the last 
column headed “Traffic on which Item applies (see Item No. 
90 of Circular as amended),” while in Item 1450-A only the 
letters A and B appear in this column. This fact, and the 
use of the phrase “respectively and independently as shown 
below” in the statement heading Item 90, in our opinion, make 
it clear that the several paragraphs of Item 90 are independent 
of each other and that, therefore, a shipment which moves 
between an origin and destination in states which are named 
in paragraph B of Item 90 is subject to the car rental charge 
provided for in Agent Boyd’s I. C. C. A-1020, notwithstanding 
that cross-reference is not made in the class tariff in the manner 
required by paragraph A of Item 90, namely by specific refer- 
ence by I. C. C. number to Agent Boyd’s I. C. C. A-1020. 

Tariff Interpretation—Publication of Rates Under Rule 77 

Massachusetts-—Question: Referring to our letter of 
November 5 relative to question of the application of Rule 77, 
I. C. C. Circular 18-A, and your reply as published in the issue 
of the Traffic World of November 13, 1926. 

Your interpretation of this question is the same as ours 
but it is contrary to that of the carriers. Can you quote refer- 
ence to any decision supporting your opinion? 

Details of the shipment in question is as follows: 

Phosphate rock from Lowell, Mass., (B. & M.) to Bran- 
ford and New Haven, Conn., is 171%4c as per N. Y. N. H. & H. 
tariff I. C. C. F 2796, Item 600. The rate to Branford having 
been added under tariff circular rule No. 77. 

Request upon the carrier was made to have East Walling- 
ford, Guilford, New London and Wallingford, Conn., added to 
this item under Rule No. 77, that is, on one day’s notice. 
The carriers refused to do this, stating that East Wallingford 
was the only intermediate point and that the rates to the 
other three points would have to be published on statutory 
notice of thirty days, basing their contention on the fact that 
the class rates between Lowell and these points, due to short- 
line distances, were based on other junctions, and in the case 
of Guilford it would be based on New Haven and backhauled 
to Guilford. It would seem to us that the carrier’s conten- 
tion in this respect is incorrect in view of the fact that these 
points are on direct lines between Lowell and New Haven. 


You will note that Guilford is intermediate to Branford 
from Lowell and as stated above, the Branford rate was pub- 
lished on one day’s notice as being intermediate to New Haven. 
The same item names a rate to Mystic; Conn., which was pub- 
lished as being intermediate to New Haven. The rate to Guil- 
ford, New London and Wallingford was added on thirty days 
notice by Supplement No. 28 to the above quoted tariff in Item 
No. 600-A, which cancels Item No. 600 in the original tariff, 
but as several shipments moved before the rates became 
effective we are desirous of securing reparation under Rule 
No. Ti. 

Answer: We have been unable to locate an opinion of 
the Commission directly in point, that is, one which covers 
the application of Rule 77 but it is our opinion that, under 
the principle of the Commission’s findings with respect to the 
application of an intermediate clause, the Commission would 
hold that in publishing a rate to New Haven, Conn., subject 
to the provisions of Rule 77, the carrier has in effect estab- 
lished the same rate at intermediate points via routes to that 
point which are not unduly circuitous. See Dr. Miles Medical 
Co. vs. B. & O., 118 I. C. C. 33; Algoma Lumber Co. vs. Director 
General, 113 I. C. C. 311, and Cincinnati Sheet Metal & Roof- 
ing Co. vs. Pa. R, Co., 115 I. C. C. 133. 

In this connection, see the Commission’s opinion in Pitts- 
burgh Crucible Steel Co. vs. Director General, 81 I. C. C., 660, 
666. 

Damages, Measure of, Incidental 

New York.—Question: We have presented a claim against 
the A Railroad Company covering damage to. merchandise 
shipped in a car. When the car arrived it was ascertained that 
there was considerable damage but that the major portion 
of the shipment could be utilized. 

Of course, in order to get the good merchandise from 
the car it was necessary to employ labor for sorting and to 
hold trucks at the car to remove the good merchandise as it 
was unloaded. The A Railroad Company contends that they 
are liable for damage to the merchandise but not the expense 
incidental to salvaging the shipment. 

Will you kindly quote either Interstate Commerce Com- 
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mission ruling or some Supreme Court decision covering a 
similar case? 

Answer: Where the goods have not been lost or de- 
stroyed during the transportation, but are delivered in a depre- 
ciated condition attributable to causes for which the carrier 
is responsible, the measure of damages is the difference, after 
deducting the cost of transportation, between their value as+ 
actually delivered and as they should have been delivered, 
with interest, and with such other damages as have naturally 
and proximately resulted from the injury. Under the latter 
head the owner would be entitled to recover for reasonable 
expenses in seeking to reclaim the goods, or inrestoring them 
to their former condition, or endeavoring to reduce the loss 
to its lowest amount, 

In this connection, see M. K. & T. Ry. Co. of Texas vs. 
Gray, 160 S. W. 434, in which the court said: 


It is urged that the court erred in its charge in reference to the 
measure of damages, the exact point being that, in addition to the 
right to recover the difference in the market value of the shipment 
at the time it did arrive and its market value at the time it should 
have arrived, it also permitted a recovery for expenses incurred in 
preserving and caring for the same pending final sale thereof, and 
also in allowing a recovery for interest from the date of the damage 
to the time of the trial. Such expenses are recoverable. Railway Co. 
vs. Levi & Bro., 59 Tex. 679; Star Mill & Elevator Co. vs. Sale, 145 
S rete 10371 Arbuckle Bros. vs. Everybody’s Gin & Mill Co., 148 S. 

rT, 1136. 


Minimum Weights—Clearances 


: Minnesota.—Question: A shipper has 80,980 pounds of 50 
and 60-foot cedar telegraph poles moving from Victoria, B. C., 
to Charleston, W. Va. The rates are carried in Countiss’ Tariff 
17-G. Two cars would have been ample to contain the ship- 
ment involving a minimum weight of 33,000 lbs. per car, a 
total of 66,000 Ibs. 

Because the clearance limits of a line in the route of 
travel were low, viz. 131% feet above the rail, it was necessary 
to string out the load to reduce the height, requiring three 
cars, and a minimum weight of 99,000 lbs. The shipper was 
thus confronted with an actual out-of-pocket loss, representing 
freight charges on 18,020 lIbs., not through any fault of his 
own, nor was it unusual to contain such a quantity of material 
on two cars, where ordinary clearance prevailed, but simply 
because of the unusual physical characteristics of a single 
railroad. 

Cognizance of such situations is frequently taken as in 
the case of the Esquimault & Nanaimo Railway in Countiss’ 
Tariff 28-H, where full capacity loading is defined as 12% feet 
above the rail. Item 12 of the same issue covers a situation 
on the Southern Pacific where only 13 feet high can be accom- 
modated, and provision is made that actual weight will apply. 

Normal clearance limits approximate 16 feet above the rails, 
although exceptions exist in many instances owing to low 
ovérhead structures. 

It occurs to me that enforcement of established minimum 
weights under such conditions is unreasonable, and results in 
charges that are unreasonable, and hence unlawful. 

Will you please comment on the situation and venture an 
opinion as to the probabilities of recovery through a formal 
complaint. 

Answer: We can locate no opinion of the Commission in 
which this question has been at issue. 

Item 10%4-A, in Supplement 14 to Agent H. G. Toll’s Tariff 
I. C. C. No. 1127, reads as follows: 


Item No. 10%-A (cancels Item 10%). Reissue. Effective June 
23, 1924 (In Supplement No. 7)—(For minimum carload weights: in 
box, stock or other closed cars, see Item 9 of tariff, or as amended). 

(a) Sumber and timbers or articles taking same rate, single car 
lengths, on open cars of greater marked capacity than 60,000 Ibs., 
minimum weight will be 60,000 lbs.; on cars of 60,000 Ibs. or less 
marked weight capacity, minimum weight will be 5 per cent less than 
marked weight capacity, except as provided in paragraph (qd). 

(b) Poles, posts and piling, on open cars, single car lengths, mini- 
mum weight will be 50,000 lbs., except when loaded with posts, or 
with poles or piling less than 40 feet in length, minimum weight 
will be 40,000 lbs., except as provided in paragraph (qd). 

(c) The carriers will not accept orders for open cars having a 
capacity of less than 60,000 lbs., but when such smaller capacity cars 
are furnished at convenience of the carriers, shipments loaded therein 
will be subject to minimum weights stated above. 

(d) Flat or gondola cars, when compactly loaded with lumber, 
timber, poles or piling, to the height of 13 feet above the top of the 
rail and to within 90 per cent of the length and width of the floor 
space of the car, will be considered loaded to full visible capacity and 
may, in such cases, be taken at actual weight. (See exception.) 

(e) Lumber, timber, poles and piling, which, on account of length 
require two or more cars for transportation, must be loaded in accord- 
ance with the Master Car Builders’ Association rules. Charges will 
be based on actual weight subject to minimum carload weight of 
33,000 Ibs. for each car used; charges will be based on actual weight 
if greater. 

(f) Cars may be loaded in excess of marked capacity without 
penalty being assessed, in accordance with the rules as to maximum 
load limit of the company on whose line the car is loaded. 

Exception. On traffic originating on the Esquimalt & Nanaimo 
Ry., the measurement from top of rail to top of load shall be 12 feet 
6 inches, instead of 13 feet. 


It will be observed that, as to piling of single car lengths, 
under the provisions of paragraph (d) of the above rule, 
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charges will be based on the actual weight of the shipment 
if less than the minimum weight, in the event the shipment 
is loaded in accordance with the conditions of paragraph (d). 


The effect of paragraph (d) is to protect the loading 
capacity of a car where the loading capacity is less than the 
prescribed minimum weight, but there is no provision in Item 
10144-A similar to the overflow rule of the classification which 
permits of the application of the carload rate at actual weight 
on that portion of a shipment tendered to the carrier which 
can not be loaded on the car. In other words, if 55,000 Ibs. 
were tendered for shipment, and only 45,000 lbs. could be 
loaded on a car under the limitations of paragraph (d), while 
the shipper would not be required to pay the minimum weight 
of 50,000 lbs. provided in paragraph (b), there is no provision 
in this item for the protection of the actual weight at carload 
weight on the 10,000 lbs. which could not be loaded on the car. 


In your letter you state that the poles in question could 
have been loaded on two cars had the clearance limits been 
normal, namely, 16 feet. We assume, therefore, that the poles 
were two car length poles. If so, and the minimum weight for 
two cars, namely, 66,000 lbs., in accordance with the provisions 
of paragraph (e) of Item 10%-A could have been loaded, there 
is, in our opinion, nothing unreasonable in the carrier assessing 
the minimum weight for three cars, namely, 99,000 Ibs. on the 
shipment by reason of the fact that the amount tendered to 
the carrier, namely, 80,280 lbs., was in excess of the amount 
which could have been loaded on two cars. If, however, the 
minimum weight of 66,000 lbs. for two cars could not have 
been loaded on two cars, it is, in our opinion, unreasonable 
to assess charges in excess of the actual weight which could 
be loaded thereon on two car length poles. 


Low clearances are not a disability of a carrier except 
in so far as they prevent the loading of the prescribed minimum 
weight, in which event the minimum weight is excessive to 
the extent that it exceeds the capacity of a car or cars re- 
stricted as to loading capacity by the clearance regulations. 


Apparently, in the instant case you tendered to a carrier 
a shipment in excess of the amount which could be loaded on 
two cars and your situation is therefore no different than 
would be the case as to a shipment subject to the provisions 
of paragraphs (b) and (d) of Item 10%-A, namely, piling of 
single car length. 


BARGE LINE SERVICES 


Secretary of War Davis, in an address at Baltimore, Decem- 
ber 30, on “The Army as a Peace-Time Economic Asset,” said 
that, on the Mississippi River, the War Department operated 
“a truly pioneer business activity, the Inland Waterways Cor- 
poration, which seeks to revive barge traffic on those inland 
waterways, upon the development of which millions of dollars 
have been expended.” 


“Once the feasibility of the operation of such lines, afford- 
ing to the people the considerable savings permitted by joint 
rail-water rates, has been demonstrated to private capital, this 
business venture, as was the case with the early railroads, will 
be turned over to private industry,” said he. 


President Coolidge favors a liberal appropriation to put a 
substantial fleet of barges on the upper Mississippi River, ac- 
cording to a statement made by a spokesman for the President 
at the White House December 28. Reference was made to the 
proposal that Congress should appropriate $2,000,000 to buy the 
remaining authorized stock, in that amount, of the Inland Water- 
ways Corporation. 


The Secretary of War has transmitted to the Director of 
the Budget, for his approval, a supplemental estimate for the 
appropriation required for the service of the fiscal year ending 
June 30, 1927, by the Inland Waterways Corporation, amounting 
to two million dollars, to be appropriated for the purchase of 
the capital stock of the Inland Waterways Corporation. 


“This additional estimate for funds is made necessary by 
the fact that the law creating the Inland Waterways Corporation 
makes the initiation of transportation facilities upon the upper 
Mississippi River mandatory when the fleet formerly leased 
to E. F. Goltra reverted to the United States,” said the War 
Department in a statement. 


“Under a recent decision of the Supreme Court, this lease 
has reverted to the control of the Inland Waterways Corporation 
and at least half of the funds asked for in this estimate are 
expected to be utilized in carrying out the additional mandate 
which has now become effective. The balance of the funds will 
probably be expended largely upon the Warrior River, since it 
has been shown that by purchase of one additional towboat and 
twenty-four barges now under lease, the corporation will be able 
to do away with fixed charges amounting to $13,800 per month, 
or approximately $165,000 per annum. If this money is so spent, 
it will return an interest on its investment of approximately 
18 per cent per annum. 
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COTTON GROWERS’ MOTION 
The Trafic World Washington Bureau 


A separate hearing and determination of the complaints filed 
by cooperative associations representing cotton producers, in 
No. 18390, and ten sub-numbers grouped therewith, seeking, a 
reduction of 20 per cent in the rates on cotton, have been asked 
by counsel for the cotton growers in a petition filed with the 
Commission. Objection was made to the consolidation of these 
cases with other complaints bringing into issue rates on cotton 
and the assignment of them for hearing in connection with No. 
17000, part 3, dealing with cotton. (See Traffic World, Dec. 4, 
p. 1309.) 

The petitioners say that discussion at the meeting in New 
Orleans, December 17, which was held in accordance with the 
Commission’s notice of consolidation published in The Traffic 
World of December 4, developed the necessity and general de- 
sire for a separate hearing and determination of the producers’ 
complaints upon a record separate from the complaints of the 
Mississippi Railroad Commission in No. 18570, and of the Okla- 
homa Corporation Commission in No. 18932, and from No. 17000. 

Reasons given by petitioners in support of their motion for 
a separate hearing and determination of the cotton growers’ 
complaints were that the cooperative complaints were the only 
complaints before the Commission by the growers and producers 
of cotton; that the cooperative complaints were the only com- 
plaints before the Commission which had for their sole purpose 
a reduction of at least 20 per cent in all interstate freight rates 
for the benefit of the entire cotton-producing section of the na- 
tion, without raising any question of geographical discrimination 
or preference; that the cooperative complaints were formal com- 
plaints and did not raise questions of the general rate structure 
such as were involved in the general investigation under No. 
17000; and that the cooperative complaints were fundamentally 
different from No. 17000, and Nos. 18570 and 189382. 

The cooperative complaints, petitioners said, raised only 
the issue of the reasonableness of the high cotton freight rates 
that the producer was compelled to pay, and they submitted 
that “this clean-cut issue should not be involved as a part of 
the record with the general investigation ordered by Congress 
of the rate structure of all carriers.” 

“We believe,” the petitioners said, “that the Commission 
can utilize all of the evidence developed in the cooperative cases 
for its report in connection with the general investigation now 
being made under the Hoch-Smith resolution without combining 
such cases in one general record with the investigation of the 
whole rate structure.” 


RULES OF THE AIR 


Carrying the expressed approval of representatives of all 
branches of the aeronautical industry in the United States, the 
Department of Commerce, December 29, made public the air 
commerce regulations governing civilian aviation. They are 
effective as of December 31, 1926. 

Aircraft manufacturers, aeronautical engineers, pilots, pub 
lishers and editors of aeronautical magazines, owners of air- 
‘craft and others connected with the aeronautical industry co- 
operated with the department in its efforts to draw up the most 
effective and useful rules properly to regulate air traffic in a 
manner which would assure safety and be most helpful to the 
development of the industry, the department said. 

The regulations were analyzed, section by section, in a series 
of seven conferences between different elements of the industry 
and William P. MacCracken, Jr., the department’s assistant 
secretary for aeronautics. Following these conferences the re- 
vised regulations were submitted to the industry for further 
revision and final approval. 

The regulations cover 50 mimeographed pages. They have 
to do with the licensing of pilots, registry and condition of 
aircraft, licensing of aircraft, flying rules and other matters 
pertaining to the construction and operation of aircraft. 


MUST MAINTAIN AGENT 


The Alabama Public Service Commission has denied the 
application of the Alabama Great Southern for permission to 
substitute a caretaker for a station agent at a point on its line. 
In a report on the application, reproduced in part by John E. 
Benton, general solicitor for the National Association of Rail- 
road and Utilities Commissioners, the Alabama commission, in 
part, said: 


With respect to freight received by the regular agent * * * the 
carrier becomes an insurer as a matter of law within those reasonable 
limitations fixed by law. Where a caretaker, with the limited authority 
here shown, is substituted in lieu of an agent, however, it would seem 
to be true that the carrier would not be charged with liability as an 
insurer to the same extent * * *, 

It is also apparent that the caretaker would not be equipped to 
perform nor under any legal responsibility to perform many services 
for the public which are necessary * * *. The caretaker could not 
quote rates to shippers; * * * handle with the shipper any claim 
for loss or damage; * * * advise shippers as to available open routes. 
* * * Many other substantial matters might be enumerated with 
respect to which the public would be at a serious disadvantage in 
dealing with the carrier because of the very limited authorits of 
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the caretaker as compared with the general authority belonging to 
a regular station agent in the matter of binding the principal for 
which he acts. Liability of the carrier where it has an agent rep- 
resenting it in such matters is established and defined by law. The 
extent of the carrier’s liability in such matters where it has a care- 
taker only is not so established and defined and the carrier’s re- 
sponsibility would in most cases be dependent upon the facts of the 
particular case. * * * 

If the carrier’s only representative at a station is a caretaker, 
and known as such, the public is put upon notice that he is not an 
agent, that his authority is special and limited, and the burden would 
be upon any shipper to show that as caretaker such person had 
authority to act for the carrier in every matter that did not fall with- 
in what could reasonably be said to be within the scope of authority 
of such caretaker. 

All of these things are of very material consideration in the de- 
termination of matters involved in this proceeding. * * * 

When a carrier brings any case before us in which it is alleged 
or shown that a particular service is non-compensatory, it is our 
duty to give the proceeding the most careful consideration. Mani- 
festly, a Commission could not require the carrier in many instances 
to perform unprofitable services. Such action would prove unduly 
burdensome to other rate payers even when the carrier’s operations 
as a whole were profitable, and such action might be continued to 
the point where it would work substantial injury to the carrier when 
its entire operations were considered. * * * , 


AIR MAIL SERVICE 


Postmaster General New has announced that bids will be 
opened on February 23, for the proposed New York to Atlanta 
commercial air mail route. The route selected by the depart- 
ment is from New York via Philadelphia, Pa., Washington, D. C., 
Richmond, Va., and Greensboro, N. C., to Atlanta. The depart- 
ment reserves the right to increase or decrease the number of 
intermediate stops or the number of round trips per week and 
to change the termini of the route by agreement with the con- 
tractors. 

Flying over this route will be done entirely by night. The 
tentative schedule arranged provides that the plane shall depart 
from New York at 9 p. m. each evening, reaching Atlanta at 
6 a. m. the next morning. 

The complete schedule as arranged is as follows: 

Leave New York, 9 p. m., leave Philadelphia, 9:40 p. m., leave 
Washington, 11:10 p. m., leave Richmond, 12:35 a. m., leave Greens- 
boro, 2:25 a. m., and arrive at Atlanta 6 a.m. The same schedule 
will prevail on the north-bound trip. 

The distance each way is approximately 773 miles and the 
contractor will be paid ten cents per half-ounce for carrying the 
mails over this route. 

The Department of Commerce has informed the Postoffice 
Department that this proposed route will be lighted just as 
soon as the appropriation for the purpose is made available. 





ATLANTA RAISES A MILLION 


Atlanta, Ga., has just raised a million dollars to be invested 
in advertising. A year ago the citizens of Atlanta concluded 
that, if the facts about the city and its surrounding area were 
known to the executives of American business, they would see 
the necessity of establishing branch offices and branch factories 
there. To tell this story, a fund of $250,000 was subscribed and 
an advertising campaign was begun in publications reaching the 
executives of the most logical industries. The Traffic World 
was one of the publications chosen. 

In the first ten months of 1926, 136 concerns came to Atlanta 
bringing more than seven million dollars in new payrolls, with 
a likelihood of the figure reaching 160 by the end of the year. 
Believing that this result was based on the soundness of the 
city’s advantages and their attraction for industry, plans were 
at once made to carry on the work. The million dollar fund, 
which is to be expended over a three-year period, was the result. 


MONEY FOR THE COMMISSION 


Members of the National Industrial Traffic League special 
committee on the budget of the Commission appeared before the 
House committee on appropriations December 29 in support of 
an adequate appropriation for the Commission for the next 
fiscal year. This action was taken in accordance with instruc- 
tions given by the League at the annual meeting in November. 
The league members who appeared before the committee were: 
R. C. Fulbright, J. M. Belleville, W. H. Chandler, and J. H. Beek, 
executive secretary. The hearing before the committee was, aS 
usual, closed to the public, but it was understood that the 
League members emphasized the necessity for Congress making 
sufficient appropriations to enable the Commission to keep its 
formal docket work current and to enable it to publish its deci- 
sions in volumes currently. Representative Wood, of Indiana, 
presided at the hearing as head of a subcommittee having charge 
of the Commission’s appropriation. The League members said 
they felt that they had had a sympathetic hearirig. 





BERNET APPLICATION APPROVED 


The Commission has approved the application of J. J. Bernet, 
formerly president of the Nickel Plate, to hold the positions 
of president and director of the Erie Railroad Company, while 
at the same time holding the position of director of the Cleve 
land Union Terminals Cor.pany. The order, which is effective 
January 1, also authorized Mr. Bernet to hold positions with 
companies affiliated with the Erie system. 
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Middlesex Transportation Co. 
PIER 13, NORTH RIVER, NEW YORK CITY 
Operates Daily (.&;2",) Fast Steamship Freight Service 


LEAVING NEW YORK AT 3 P. M. 
BETWEEN 


New York City and New Brunswick, N. J. 


Steamer Connections Made with All Leading Water Lines in 
New York Harbor, including Delivery of Freight 


We also Operate Daily Express Auto Service 
between Jersey City, Newark, Elizabeth, Rahway, New 
Brunswick, Trenton, Camden, and 72 other cities in New 
Jersey, as also Philadelphia, Pa. 





YOUR SPOT STOCK 


OMAHA 


WILL BE HANDLED 
IN OUR 


FIREPROOF 
WAREHOUSE 


With Care, Speed 
and Courtesy 


MEMBER A. W. A. 
MERCANTILE STORAGE & WAREHOUSE CO. 


1,500,000 SQUARE FEET 


Modern Firepreef Wetieuy Space in Les Angeles and at the Port 


Angeles 
Free and U. 3. Gusene ha Sterage 
Insurance Rate 18 Cents 


Storage — Forwarding — Distribution — Cartage 
Space Leased for Private Warehouse, Office and Display 
Desk Space with Desk and Office Service Rented 
Cetten Pressed to High Density 
We can serve you in some capacity would suggest that you 
complete your file by requesting the rates for our specialized service. 


Union Terminal Warehouse Corporation 
Shattuck & Nimmo Warehouse Company 


UNION TERMINAL WAREHOUSE COMPANY 
Los Angeles, California 





THE TRAFFIC WORLD 


Fast Freight and Passenger Service 
Scheduled Sailings via Panama Canal 
From—SAN FRANCISCO AND LOS ANGELES 
To—HAVANA AND NEW YORK 


EASTBOUND SAILINGS 
From San Francisco From Los Angeles 


SS! ee January 22 January 24 
Ss. S. COLOMBIA Stata sésacasimteslene February 19 February 21 
3S. S VENEZUELA ......c.cc0c0- arch March 14 


Also regular sailings for Mazatlan, Manzanillo, Champerico, 
San Jose de Guatemala, Acajutla, La Libertad, La Union, 
Corinto, Amapala, Puntarenas, San Juan del Sur and Balboa, 


Cristobal (Panama) and Buenaventura. 


Trans-Shipment at Panama for South American and European Ports 


OFFICES 
350 Marquette Bidg., Chicago, oa? 2 Pine Street, San Fancisco, Cal. 
10 Hanover Sq., New York, N. Y 548 So. Spring St., Los Angeles, Cal. 


Leonard’s 
Routing Guide 


Rate Book 


FREIGHT, slides - PARCEL POST 
Shippers 


Is the ONLY BOOK which contains ALL this 
information in ONE VOLUME 


Send for sample sheets 
They tell the story 


G. R. LEONARD & CO. 


15 East 26th Street 155 N. Clark Street 
New York Chicago 


HARTMAN'S FREIGHT RATE SERVICE 


ESTABLISHED 1908 


A SERVICE FOR TRAFFIC MANAGERS, SHIPPING DEPARTMENTS 
FREIGHT AGENTS AND FREIGHT ACCOUNTANTS 


Providing Rates from the Larger Distributing Centers to Stations of Destination Throughout the United States 


LOOSE LEAF PUBLICATIONS THAT TAKE THE PLACE OF HUNDREDS OF RAILROAD TARIFFS 


EASY TO READ AND ALWAYS UP TO DATE 


41 Park Row, New York 


W. J. HARTMAN, Publisher 
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PANAMA MAILS.S.CO. 



























732 Federal St., Chicago 
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TRAFFIC CLUBS 


(The following list of traffic clubs will be published from time 
to time. We ask that readers notify us of any errors or of any 
changes or additions of which they have any knowledge.) 

Akron, O.—Traffic Study Club of Akron. H. E. Fox, Prts.; 
K. K. Bradley, Secy. and Treas. 


Akron (O.) Traffic Club. H. W. Young, Pres.; H. L. Sova- 
cool, Secy. 

Albany, N. Y.—Capital District Traffic Association. D. G. 
Kibbey, Pres.; C. L. Ferguson, Secy. 

Atlanta—tTraffic Club of Atlanta. J. A. Streyer, Pres.; F. B. 
Porter, Secy.-Treas. 

Baltimore—Traffic Club of Baltimore. C. N. Eckhardt, 
Pres;. C. C. Kailer, Secy. 

Battle Creek (Mich.) Traffic Club. E. C. Nettels, Pres.; 
Eugene Wallace, Secy.-Treas. 

Birmingham (Ala.) Traffic and Transportation Club. J. D. 
Healy, Pres.; C. J. Thompson, Secy. 

Boston, Mass.—The Association of Railway and Steamboat 
Agents of Boston. C. C. Dasey, Pres.; W. M. Macomber, Secy.- 
Treas. 

Brooklyn—Traffic Club of Brooklyn, Chamber of Commerce. 
Frank Bilek, Pres.; R. A. Drake, Secy.-Treas. 


Buffalo Transportation Club. W. D. Sanderson, Pres.; O. J. 
Farron, Secy.-Treas. 

Canton (O.) Traffic Club. W. A. Baum, Pres.; L. D. Ellis, 
Secy. 

Charlotte (N. C.) Traffic Club. C. D. Turner, Pres. 

Chattanooga Traffic and Transportation Club. J. L. Griffith, 
Pres.; B. R. Shepherd, Secy.-Treas. 

Chicago Traffic Club. Murray N. Billings, Pres.; H. E. Mac- 
Niven, Secy. 

Chicago, Junior Traffic Club of. H. W. Hamilton, Pres.; 
J. E. Paulen, Secy. 

Cincinnati Traffic Club. R. L. Galleher, Pres.; G. W. Doll, 
Secy. 

Clarksburg (W. Va.) Traffic Club. C. A. Saylor, Pres.; 
L. M. Murphy, Secy.-Treas. 

Cleveland Traffic Club. J. W. Montigney, Pres.; W. A. Ray, 
Secy. 
Columbus, O., Transportation Club. C. O. Ruggles, Pres.; 
C. H, Brown, Secy. 

Cortland, N. Y.—Industrial Traffic Club of Cortland. H. B. 
Darling, Chairman; P. F. McManus, Secy. 

Dayton, O.—Miami Valley Traffic Club. A. H. Finlay, Pres.; 
M. T. Otto, Secy. 

Dallas Traffic Club. B. W. Thomas, Pres.; C. V. Ruden, 
Secy.-Treas. 

Davenport, Ia.—Tri-City Traffic Club. G. J. Nielsen, Pres.; 
A. J. Christiansen, Secy.-Treas. 

Decatur (Ill.) Transportation Club. D. C. O’Cell, Pres.; 
J. W. Beckum, Secy. 

Des Moines Transportation Club. E. J. Heck, Pres.; A. L. 
Johnson, Secy.-Treas. 

Denver Traffic Club. C. E. Moore, Pres.; L. M. Pexton, 
Secy. and Treas. . 

Denver Commercial Traffic Club. J. W. Day, Pres.; C. J. 
Hotchkiss, Secy.-Treas. 

Detroit Traffic Club. A. T. Waterfall, Pres.; G. W. Musson, 
Secy. 

Detroit, Mich. Motor-City Traffic Club. E. F. Stewart, Pres.; 
F. A. Salter, Secy. 

Elmira (N. Y.) Traffic Club. C. F. Bagley, Pres.; M. J. Wil- 
son, Secy.-Treas. 

El Paso Traffic Club. F. H. Evers, Pres.; F. L. Woods, 
Secy.-Treas. 

Erie Traffic Club. E. S. Manchester, Pres.; M. W. Eismann, 
Secy. 

Evansville (Ind.) Transportation Club. O. T. Meyerhoff, 
Pres.; H. K. Rogers, Secy.-Treas. 

Flint (Mich.) Transportation Club. E. D. Grinnell, Pres.; 
J. E. McKenna, Secy. and Treas. 

Fort Wayne (Ind.) Transportation Club. V. W. Davies, 
Pres.; C. E. Drew, Secy. 

Fort Worth Traffic Club. E. E. Wyatt, Pres.; I. S. McCon- 
nell, Secy. 

Franklin, Pa.—Oil City-Franklin Traffic Club. D. E. Carrier, 
Pres.; C. P. Rennacker, Secy. 

Freeport, Ill.—Greater Freeport Traffic Club. W. H. Jenner, 
Pres.; F. F. Pepperdine, Secy. 

Grand Rapids Transportation Club. W. A. Napper, Pres.; 
P. Ward, Secy. 

Hartford Traffic Association of Hartford (Conn.) and Vi- 
cinity. W. P. Price, Pres.; O. R. Peterson, Secy. and Treas. 

Houston Traffic Club. W. T. Keith, Pres.; A. R. Canfield, 
Secy. 
Indianapolis—The Traffic Club of Indianapolis. F. C. Bal- 
dridge, Pres.; H. L. Smith, Secy. 

Jackson (Mich.) Transportation Club. J. E. Manley, Pres.; 
W. A. Kern, Secy. 
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Jamestown (N. Y.) Traffic Club. W. H. Swanson, Pres,; 
O. M. Odell, Secy.-Treas. 
Jefferson City (Mo.) Traffic Club. D. M. Oberman, Pres.; 
C. Morrow, Secy. 
Jersey City Traffic Club. R. J. Reilly, Pres.; J. J. Cul 
lington, Secy. ( 
Joplin (Mo.) Traffic Club. T. B. Martin, Pres.; W. B. 
Schreirer, Secy.-Treas. 


Kalamazoo Traffic Club. G. J. Bolender, Pres.; C. H. Wins- 
low, Secy. 
Kansas City Traffic Club. Fred Sobotta, Pres.; A. A. Lut. 
trell, Secy.-Treas. 
Knoxville (Tenn.) Traffic Club. A. M. McCabe, Pres.; S. L. 
Carson, Secy.-Treas. 
Lancaster, Pa.—Traffic Club of Manufacturers’ Assn. J. D, 
Mummert, Chairman; A. J. Kohler, Secy. 
Lansing (Mich.) Traffic Club. D. C. Whitmore, Pres.; C. B, 
Tefft, Secy. 
Lincoln (Neb.) Traffic Cllub. R. W. McGinnis, Pres.; EB. L, 
Jones, Secy. 
Little Rock (Ark.) Traffic Club. W. O. R. Hannan, Pres.; 
J. Meaders, Secy.-Treas. 
Los Angeles Transportation Club. E. D. Briggs, Pres.; 
L. G.. Wilson, Secy.-Treas. 
Los Angeles Women’s Traffic Club. Emma A. Kentz, Pres.; 
Myrtle Cranch, Secy.-Treas. 
Louisville Transportation Club. H. T. Lively, Pres.; C. A. 
Pennington, Secy. 
Madison, (Wis.) Traffic Club. S. L. Foote, Pres.; R. H. 
Cavanaugh, Secy.-Treas. 
Mansfield (O.) Traffic Managers’ Division of the Manufac- 
turers’ Club. C. K. Smaltz, Chairman; W. T. Leonard, Secy. 
Marion (0.) Traffic Club. S. D. Ross, Pres.; L. R. Johnson, 
Secy. and Treas. 
‘ Memphis Traffic Club. Jack Harris, Pres.; H. H. Schutt, ' 
ecy. 
Milwaukee Traffic Club. J. E. Kraseman, Pres.; Ervin 
Manske, Secy. and Treas. 
Minneapolis Traffic Club. C. T. Vandenover, Pres.; L. L. 
Sanford, Secy. 
Minneapolis Junior Traffic Club. C. E. Belanger, Pres.; 
A. A. Luedke, Secy. 
Mount Vernon (N. Y.) Traffic Forum. G. F. Griffiths, Pres.; 
H. J. Muller, Secy.-Treas. 
Mobile Traffic and Transportation Club. W. E. Kennedy, 
Pres.; T. C. Schley, Secy. 
Montreal, Can., Traffic Club of; J. K. Smith, Pres.; F. T. 
Parker, Secy.-Treas. 
Nashville, Tenn.—The Traffic Club of Nashville. R. D. Her 
bert. Pres.: Earl Roach, Secy. 
‘ Newark Traffic Club. W. A. Ruehl, Pres.; R. W. Tims, 
ecy. - 
New England Traffic Club, Boston. G. L. Graham, Pres.; 
P. L. Stuart, Secy. 
New Orleans, Traffic Club of. J. M. Cousins, Pres.; W. G. 
Yung, Secy. 
‘ New York Traffic Club. H. C. Snyder, Pres.; C. A. Swope, 
ecy. : 
New York, N. Y. Traffic Club of the Queensboro Chamber 
of Commerce. E. J. Tarof, Pres.; P. W. Moore, Secy. 
New York Junior Traffic Club. L. B. Dunn, Pres.; I. P. 
Friedlander, Secy. 
New York, N. Y.—American Commerce Association Traffic 
Club. S. E. Hughes, Pres.; F. N. Tillier, Secy. 
New York, N. Y.—Railway and Steamship Traffic Associa 
tion. N. E. H. Allen, Pres.; H. V. Ferrer, Secy. 
Norfolk-Portsmouth (Va.) Traffic Club. H. P. Friedman, 
Pres.; R. T. Etheredge, Secy. 
Oklahoma City Traffic Club. C. B. Robertson, Pres.; H. B. 
Krarup, Secy.-Treas. 
Omaha Traffic Club. B. J. DeGroodt, Pres.; M. V. C. McCor- 
mack, Secy. and Treas. 
Paris (Tex.) Traffic Club. J. K. Dirmeyer, Pres.; C. B. Coz, 
Secy.-Treas. 
Pennsacola (Fla.) Traffic and Transportation Club. A. L 
Reinschmidt, Pres.; P. W. Reed, Secy. 


Peoria Transportation Club. J. Younge, Pres.; O. B. Eddy, 
Secy.-Treas. 

Philadelphia Traffic Club. James Potter, Pres.; W. H. Mont 
gomery, Secy. , 

Philadelphia—Commercial Traffic Managers of Philadelphia. 
C. A. Bamberger, Pres.; T. Noel Butler, Secy. 

Philadelphia—Philatra Traffic Association. C. C. Slothow®r, 
Pres.; C. H. Beard, Secy. 

Pittsburgh Traffic Club. D. L. Wells, Pres.; A. H. Orr, Secy- 
Secy. 

Pittsburgh, The Traffic and Transportation Association of. 
J. J. Reilly, Pres.; Thos. Byers, Secy. 

Port Huron, Mich.—St. Clair River District Transportation 
Club. W. H. Markle, Pres.; F. W. Dunkel, Secy. 
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FEDERAL 
Compress & Warehouse Co. 


SPECIALISTS IN 
Merchandise Storage 
Pool Car Distribution 


Warehouse located in the 
heart of Jobbing District 
and Railroad Terminals. 


We operate our own motor fleet 


MEMBER A. W. A. 


Warehouse, 589 South Front Street 
Office, Falls Bldg., P.O. Box 1025 


MEMPHIS, TENN. 





GULF PACIFIC LINE 


THE STEELE STEAMSHIP LINE, INC. 
SWAYNE & HOYT, INC. 
(Joint Service) 


SAILINGS EVERY SECOND SATURDAY 
FROM 


Mobile and New Orleans 
Los Angeles, San Francisco, Oakland 


Portland, Seattle and Tacoma 


Through Bills of Lading issued to Hawaii, Australia, 
New Zealand and Dutch East Indies for trans- 
shipment at San Francisco. 


Calls are made at Tampa and San Diego as Cargo offers 


THE STEELE STEAMSHIP LINE, INC., General Gulf Agents 
424 Whitney Central Bldg., New Orleans, La. 


SWAYNE & HOYT, INC., General Agents Pacific Coa:t 
430 Sansome Street, San Francisco, Cal. 


1 THE STEELE STEAMSHIP LINE, INC. 

5 Moore ~~ New York, N. Y. 
‘thenscngy ws! Gemeral West 

320 Meeshants' Tae neg ding _ wees Louis, Mo. 
W. J. cae General t 

209 South La Salle Street ee Chicago, Ill. 
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UT! cS me In the Heart of New York State 
Broad Street Warehouse Corp’n 


6 700 Broad Street 


Midway between New York and Buffale on — 

Main Line New York Central Lines. Also nat 

connections with New York Barge Canal, West mene cr mseeefesmensn ae meee 
+» Malone Montreal 







MALONE 





and 3 ape 
Rome, Watertown and Ogdensburg R. re New on POTSDAM 
York, Ontario and Western R. R. and 





Delaware, Lackawanna and Wester 
R.R. Daily Trolley Freight Servic | 
and Auto Trucking to all principa! i 
cities in state. 





GOUVERNEUR 









WATERTOWN 









PULASKr 


OSWEGO 





SYRACUSE 






ELMIRA — 
iN 
_BINGHAMTON a 











Utica is the most natural and practi- 
cal point for Warehousing and Dis- 
tribution in Central New York. 


100,000 sq. ft. of fire-proof storage 
space. Private railroad sidings. Am- 
ple office space and desk room for manufacturers’ or 
shippers’ representatives. 









For Complete or Further Information Address 


BROAD STREET WAREHOUSE CORP’N, Utica, N. Y. 






ROCHESTER, N. Y. 


B.R.& P. WARE HO! 





GENERAL MERCHANDISE STORAGE 
Distribution 


The only modern Merchandise Warehouse fully 
equipped and centrally located in the 
City of Rochester. 


Insurance rate 12 cents per $100.00. 
Located on private siding of the Buffalo, Rochester 


& Pittsburgh Railway, enjoying switching at 
flat Rochester rate with all steam roads. 


B. R. & P. Warehouse, Inc., ®°s>s*'*" 








42 


Portland (Ore.) Industrial Traffic Club. F. P. Kensinger, 


Pres.; L. L. Brosy, Secy. 


Portland (Ore.) Transportation Club. H. H. Keck, Pres.; 
F. O. Curtis, Secy.-Treas. 


Providence, R. I.—Traffic Club of the Providence Chamber 
J. H. Hanley, Chairman; EB. C. Southwick, Secy. 


of Commerce. 

Richmond (Va.) Traffic Club. J. F. Ryland, Pres.; W. B. 
Leigh, Secy. 

Rochester, N. Y.—Traffic Club of the Rochester Chamber 
of Commerce. W. H. Hartwig, Chairman; F. W. Burton, Secy. 

Saginaw (Mich.) Traffic Club. W. A. Bow, Pres.; D. Mac- 
Donald, Secy.-Treas. 

St. Louis Traffic Club. H. J. Dentzman, Pres.; S. E. Wilson, 
Secy. 

St. Louis, Junior Traffic Club of. 
J. R. Staley, ‘Secy. 

St. Paul Transportation Club. Herman Mueller, Pres.; C. A. 
Liggett, Secy. 

San Antonio (Tex.) Traffic Club. R. L. Gohmert, Pres.; 
Chas. Wynne, Secy.-Treas. 

San Francisco Transportation Club. Frank G. Cole, Pres.; 
W. J. Martin dale, Secy. 

San Francisco-Pacific Traffic Association. Frederic Morgan, 
Pres.; D. A. McPherson, Secy. 

San Francisco Women’s Traffic Club. Marie V. Furst, Pres.; 
A. M. Dinneen, Secy. 

San Diego (Calif.) Traffic Club. G. A. Cookson, Pres.; W. M. 
Krames, Secy. 

Savannah Traffic Club. R. B. Young, Pres.; W. R. Alexander, 
Secy.-Treas. 

Seattle Transportation Club. H. L. Sisler, G. L. 
Leonard, secy.-Treas. 

Shreveport (La.) Traffic Club. J. H. Macbeths, Pres.; D. R. 
McWilliams, Secy. 


Sioux City Traffic Club. A. F. Johnson, Pres.; J. C. Winter, 
Secy.-Treas. 


J. R. Spitznagel, Pres.; 


Pres.; - 


South Bend (Ind.) Traffic Club. G. S. Hess, Pres.; G. W. 
Orewiler, Secy.-Treas. 

Springfield (Mass.) Traffic Club. D. L. Topham, Pres.; 
B, A. Hapgood, Secy.-Treas. 

Spokane Transportation Club. E. L. Cardle, Pres.; F. J. 


Greene, Secy.-Treas. 


Syracuse Traffic Club. C. A. Thornton, Pres.; F. M. Varah, 
Secy. 


Tacoma Traffic Club. E. R. Cronkite, Pres.; T 
Secy. 

Toledo Transportation Club. C. W. Dennison, Pres.; W. J. 
Chisholm, Secy. 

Toronto, Can.—The Transportation Club of Toronto. W. R. 
Ingram, Pres.; W. J. Hotrum, Secy. 


Trenton (N. J.) Traffic Club. H. W. Trimmer, Pres.; G. E. 
Mace, Secy. 


Troy, N. Y.—The Traffic Club, Inc., of Troy. W. J. Cipperly, 


. I. McGrath, 
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Tulsa, Okla.—Traffic Club of Tulsa. W. W. Stumph, Pres,; 
B. A, Everett, Secy. 

Tusccarawas County (Ohio) Traffic Club. F. H. Tierney, 
Pres.; A. T. Fisher, Secy. 

Twin City Traffic Clu» (St. Joseph and Benton Harbor 
(Mich.) B. S. Barnes, Pres.; G. E. Riley, Secy. 

Twin City Women’s Traffic Club. Mrs. Mynoma De Groff, 
Pres.; Miss Emily Knutson, Secy. 

Utica (N. Y.) Traffic Club. *B. J. Scholl, Pres.; C. E. Dar. 
rigrand, Secy. and Treas. 
. Waco Traffic Club. R. L. Goebel, Pres.; J. D. Hughett, Secy, 
reas. 


Washington Traffic Club. S. R. Bowen, Pres.; R. F. Rich. 
ardson, Secy. 

Wheeling (W. Va.) Traffic Club. G. A. Blackford, Pres; 
BE. C. Jepson, Secy. 

Wichita Falls (Tex.) Traffic Club. A. A. Spencer, Pres,; 
J. W. Chatham, Jr., Secy.-Treas. 

Wichita Traffic Club. H. G. Watts, Pres.; W. C. More 
house, Secy.-Treas. 

Windsor, Ontario, Can.—Border Cities Transportation Club. 
D. J. Bourke, Pres.; E. H. Cooper, Secy.-Treas. 

Worcester (Mass.) Traffic Association. W. 8S. Taylor, Pres; 
Ernest Opitz, Secy. 

York (Pa.) Traffic Club. Edward Kleffman, Pres.; B. N, 
Gingerich, Secy. 


Youngstown (Ohio) Traffic Club. C. P. Fairbanks, Pres; 
P. B. Wait, Secy.-Treas. 
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No. 19056. B. B. Browne Produce, Inc., et al. 

East Coast. 

Unjust, unreasonable and discriminatory rates on peaches, ba- 
nanas, cantaloupes and melons, particularly the factor from Jack- 
sonville to Miami. Asks for just and reasonable rates, and rep- 
aration. 

. 19057. Imperial Pipe & Threading Co. et al., 
other places, vs. Santa Fe et ai. 

Unjust and unreasonable rates on wrought iron pipe between 
points in Texas and Oklahoma. Asks for just and reasonable rates, 
and reparation. 

. 19058. The A. J. Thompson Produce Co. et al. 
Beaumont, Sour Lake & Western et al. 

Unreasonable rates on bananas and cocoanuts in straight and 
mixed carloads from New Orleans, La., to Amarillo, Tex. Asks 
rates for future and reparation. 

- 19059. B. Nicoll & Co., Inc., New York City, vs. New Haven. 

Rates in violation of first three sections of the act, on cast-iron 
pipes and cast-iron pipe fittings from New York lighterage and 
from Boston to points of destination on New Haven’s line. Asks 
rates for future. 


» Miami, Fla., vs. Florida 


Holliday, Tex., and 


, Amarillo, Tex., vs. 





The complaint of the Kalamazoo Chamber of Commerce vs. Alton & 
Eastern et al., published in the Traffic World December 18, p. 1464, 


ay have been listed as No. 19023. It was erroneously listed as No. 
1 § 











Pres.; G. S. Glass, Secy. 
o — — — — —=— = ————— 
Benet a iiihaamataticeiaal 

Note. 


iteme In the Docket marked with an asterisk (*) are new, 
naving been added since the last issue of The Traffic World. Cancel- 
lations and postponements announced too late to show the change ir 
this Docket will be noted elsewhere. 


January 4—Washington, D. C.—Examiner Jewell: 
18697—The Parkersburg Rig & Reel Co. vs. A. T. & S. 
17212—The Parkersburg Rig & Reel Co. vs. A. T. & S. 

January 4—Kansas City, Mo.—Examiner Harraman: 
18669 (and Sub. 1)—The Southwestern Millers’ League vs. 

S. F. Ry. et al. 

January 5—Lexington, Ky.—Examiner Smith: 

i. & S, 2800—Unmanufactured Tobacco from Kentucky to St. Louis, 
Mo., and East St. -—~ Ill. 

somaery 5—Jacksonville, Fla.—Examiner oe ee 
18832—Aycock-Holley ia. ves Co. va. A. C. La R. 
18833—O. P. Woodcock Co. vs. A. C. L. R. R. Z ‘al. 

comaeey 5—Muskegon, Mich.—Examiner Kerwin: 
18872—Brunswick- Balke-Collender Co. vs. Mich. Cent. R. R., 
18731—Brunswick-Balke-Collender Co. vs. P. M. Ry. et al. 

January 5—Chicago, Ill.—Examiner . eee 
18657—Swift & Co. vs. L. & N. R. R. al. 

Portions Fourth — Application Nos. 1952 filed by L. & N. 

R. R. and 1065 filed by L. H. & St. L. Ry. 
18840—Swift & Co., et al., vs. St. L. “g7 B Ry., et al. 
ne 5—Argument at Washington, D. C.: 
a ae Lumber Co. vs. C. C. C. = St. - Ry. et al. 
Sub. 2—Milne Lumber Co. ay D. » 2 . & M. my. et al. 

ieg12—Milne Lumber Co. vs. D. & T. S. L. ee $= 
1. & S. 2662—Pitch and tar S..t 4k points > Cc. F. A. territory. 

January 5—Pittsburgh, Pa.—Examiner Keeler: 

18458—Rates on petroleum and petroleum products within the terri- 
tory on and east of the Mississippi River and south of Ohio River 
and east of the Indiana-Illinois State Line. and from points with- 
out to points within said gen 
. Cc. C. & St. L. Ry. et al. 


F. Ry. et al. 
F. Ry. et al. 


~~ TF 


et al. 


17471—Roxana Petroleum Corp. vs. 








17561—Amercan Refining Co. et al. a A. & = = R. et al. 
17911—Arab Gasoline Co. vs. A. & R R. R. 
18006—Kansas City Refining Co. vs. A &S. Ry. oS al. 
18007—Mid-Continent Refiners Traffic Assn. vs. W. & W. Ry. et al. 
18061—Transcontinental Oil Co. vs. A. & V. Ry. et al. 
bo A ag Oil Co. ky.) vs. A. & “ Ry. et al. 
18263—-The Texas Co. vs. A. & R. R. R. et al. 
18413—Indian Refining Co. vs. A. & v Ry. Pg 
18451—The Muscle Shoals Oil Co. et al. vs. nae 2 Ry. e 
18605—The Caldwell & Taylor Co. et al. vs. 7 T. & 8. PY Ry. et al. 
bab ag Refineries, Inc., vs. A. T. & 8. F. Ry. et al. 
18689—Ohio Valley Refining Co. vs. B. & O. R. R. e 
agen — Structure Investigation, part 4, BR Bens and petroleum 
products 
(To be heard with No. 18458, rates on petroleum and petroleum 
products within territory on and east of Mississippi River and 
south of Ohio River and east of Indiana-Illinois state line, and 
from points without to points within said territory.) 
January 6—Jacksonville, Fla.—Examiner Konigsberg: 
18897—Gamble & Stockton Co., Herty Shale Brick & Tile Co. vs. 
A. B. & A. Ry., B. L. Bugg, receiver, et al. 
January 6—Lexington, Ky.—Examiner Smith: 
18585, Sub. 1.—Cynthiana Construction Co. vs. L. & N. R. R. 
January 6—Chicago, Ill—Examiner Howell: 
18699—Libby, McNeill & Libby vs. P. & L. E. R. be _et al. 
——, 6—Charleston, W. Va.—Examiner Carney 
I. . 2795—Transit rules on grain and feed rs ‘Charleston, W. Va. 
sanuary 6—Omaha, Nebr.—Examiner Griffin: k 
-& S&S. 1—Live stock between New Mexico and Western Trun 
* Line points. 
January 6—Philadelphia, Pa.—Examiner Reo ge 
1900: i 


The Commercial Exchange of Philadelp 
R. R. et al. 


—7 6—Argument at Washington, D. 


Cis 
22—-Rates on classes and commodities between points within the 
state of Texas. 


a vs. West Shore 


Janual 
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The 
Rate Committee 
Docket 


is the first public notice the carriers 
give of their intention to consider 
rate changes. The shipper who 
keeps a careful watch on the dockets 
of all the carriers’ committees al- 
ways knows the exact situation with 
regard to his rates and those of his 
competitor. 


When he sees a rate in which he 
is interested mentioned in one of 
these dockets, as published in 


The Traffic Bulletin 


he knows he still has time to let 
the committee have his views in 
the matter, and he expresses 
them, either for or against the 
proposal. 


Are you taking advantage of 
this privilege of having a voice 
in the making of your own rates? 


Besides the dockets of eighteen rate 
committees, THE TRAFFIC 
BULLETIN prints regularly the 
hearing bulletins and disposition 
notices of several of them, and more 
than ten other important items. 


May we send you a copy 
of the current number? 


The Traffic Bulletin 


418 S. Market St. Chicago, Illinois 
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Ship by Water 


“DIFFERENTIAL RATES” via 


WILLIAMS LINE 


San Diego, Los Angeles, San Francisco 
Oakland, Seattle and Tacoma 


Baltimore, Philadelphia, 
New York and Norfolk 


SAILINGS EVERY 14 DAYS 
Thru bills of lading issued to all other Pacific 
Coast Ports, Hawaii and the Far East 
For rates, dates of sailing and other information apply to 


WILLIAMS STEAMSHIP CO., Inc. 


Moore and Water Streets, New York, Telephone Bowling Green 7394 


Baltimore, Philadelphia, P Pitsburg P; Norfolk, Va. 
39 South 9 Drexe' Bldg. Oliver ag Law Building 
And at our Branch Offices at ports of call, etc. 


United Fruit Company 


General Offices, One Federal Street, Boston, Mass. 


STEAMSHIP SERVICE 


REGULAR FREIGHT SAILINGS 
FROM 


New York, Boston and New Orleans 
TO 


Havana and Santiago, Cuba 


JAMAICA COLOMBIA 
Cartagena 
Puerto Colombia 
Santa Marta 


CANAL ZONE ORE Limon 


Cristobal ALSO 
PANAMA and British and. 
Bocas del Toro Spanish Honduras 


NS ee ee 
South America, Central America and Mexico. 


For rates and other information, address 


17 Battery Place 
321 “ Charles Street 


Kingston 
Port Antonio 
Jamaica Outports 
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17197—The Miami Tablet Co. vs. C. B. & Q. R. R. et al. 
17584—-Dr. Miles Medical Co. vs. A. C. & Y. Ry. et al. 
17615—Montgomery Ward & Co. et al. vs. A. & S. Ry. et al. 
January 6—Washington, D. C.—Examiner Armes: 
17991—-City of Providence vs. N. Y. N. H. & H. R. 
18017—A. C. Dutton Lumber Corp. vs. N. Y. N. H. 
(further hearing). 
January 7—Jonesboro, Ark.—Examiner Weems: = 
1. & SS. 2798—Wooden handles from Arkansas and Missouri to 
Louisiana and Texas. 
January 7—Kansas City, Mo.—Examiner Mackley: 
1. & S. 2813—Grain and grain products from Colorado, Kansas and 
Nebraska to Gulf ports for export. 
January 7—St. Joseph, Mo.—Examiner Kerwin: 
18773—Manufacturers’ Traffic Bureau for Compound & Pyrono Door 
Co. vs. B. & O. R. R. et al. 
January 7—Chicago, Ill.—Examiner Howell: 
18498—Lack=wanna Cold Storage Co. vs. D. L. & W. R. R., et al. 
January 7—Chayvieston, W. Va.—Examiner Carney: 
18670—West Virginia Malleable Iron Corp. vs. N. & W. Ry., et al. 
18899—Christiansburg Fuel & Supply Co. vs. N. & W. Ry. 
January 7—Cumberland, Md.—Examiner Shanafelt: 
18880—The Cumberland Cement & Supply Co. vs. B. & O. R. R. et al. 
January 7—Argument at Washington, D. C.: 
17733—Fredonia Linseed Oil Works Co. vs. A. T. & S. F. Ry. et al. 
17803—Midwest Metal Co. vs. St. L.-S. F. Ry. et al. 
17929—White Eagle Oil & Refining Co. vs. A. T. & S. F. Ry. et al. 
18038—Fredonia Linseed Oil Works Co. vs. A. T. & S. F. Ry. et al. 
oy No. 5639—Lease of Lehigh & New England R. R. by Read- 
ng Co. 
January 8—Omaha, Nebr.—Examiner Griffin: 
1. & S. 2792—Pears from North Pacific Coast Points to Missour} 
River territory and west. 
January 8—Chicago, Ill.—Examiner Howell: 
18774—American Association of Nurserymen vs. Amer. Ry. Exp. Co. 
January 8&—Washington, D. C.—Examiner Carter: 
18410—Lehmaier Schwartz & Co., Inc., vs. S. A. L. Ry., et al. : 
January 10—Florence, Ala.—Examiner Smith: 
18229—-Muscle Shoals Traffic Bureau for Franklin County Farm 
Bureau, Russellville, Ala., vs. A. G. S. R. R. et al. 
Portions Fourth Section Applications 542, 1953, 21388, 1537, 601, 
799, and 1548. 
18760—Muscle Shoals Traffic Bureau, for Florence Lumber Co. et 
al. vs. A. & V. Ry. et al. 
January 10—Memphis, Tenn.—Examiner Weems: 
say oe Compress and Warehouse Co. et al. vs. A. G. S. R. 
- et al. 


January 10—Fairmont, W. Va.—Examiner Shanafelt: 
11446—Northern West Virginia Coal Operators’ Assn. vs. Penna. 
R. R., Director General, as agent, et al. 
(Further hearing on question of amount of damages sustained 
as authorized by report of Commission, 109 I. C. C. 604.) 
January 10—New York, N. Y.—Examiner Worthington: 
1. & S. 2784—Handling of newspapers on passenger cars between 
Olean, Bradford and Salamanca Ry. 
January 10—Kalamazoo, Mich.—Examiner Kerwin: 
18696—Purse Brothers, et al., vs. A. C. L. R. R., et al. 
19020—Western Paper Makers’ Chemical Co. vs. A. C. L. R. R. et al. 


January 10—St. Joseph, Mo.—Examiner Griffin: 
bs a hte Hardware and Manufacturing Co., et al., vs. A. & E. 
. R., et al. 
January 10—Chicago, Ill.—Examiner Howell: 
18754 (and Sub. 1)—Simmons Company vs. C. & N. W. Ry., et al. 
18862—Simmons Co. vs. S. I. R. T. Ry., et al. 
January 10—Charleston, W. Va.—Examiner Carney: 
18916—A. P. Silverstein & Son vs. C. & O. Ry. et al. 
18791—West Virginia R. R. Co. vs. B. & O. R. R. et al. 


January 10—Washington, D. C.—Examiner Kephart: 
Valuation No. 897—In re tentative valuation of the properties of 
the Wabash Ry. et al. 
Valuation No. 776—In re tentative valuation of the properties of 
New Jersey, Indiana & Illinois R. R. 
January 10—Washington, D. C.—Examiner Carter: 
18856—Pocahontas Fuel Co., Inc., vs. Virginian Ry. 


January 10—New York, N. Y.—Examiner Keeler: 

1 Rates on petroleum and petroleum products within the terri- 
tory on the east of the Mississippi River and south of Ohio River 
and east of the Indiana-Illinois State Line, and from points with- 
out to points within said territory. 

17471—Roxana Petroleum Corp. vs. C. C. C. & St. L. Ry. et al. 

17561—American Refining Co. et al. vs. A. & R. R. R. et al 

17911—Arab Gasoline Co. vs. A. & R. R. R. et al. 
18006—Kansas City Refining Co. vs. A. & S. Ry. et al. 
18007—Mid-Continent Refiners Traffic Assn. vs. W. & W. Ry. et al. 
18061—Transcontinental Oil Co. vs. A. & V. Ry. et al. 
18199—-Standard Oil Co. (Ky.) vs. A. & V. Ry. et. al. 

18253—The Texas Co. vs. A. & R. R. R. et al. 

18413—Indian Refining Co. vs. A. & V. Ry. et al. 

18451—The Muscle Shoals Oil Co. et al. vs. A. & V. Ry. et al. 

18605—The Caldwell & Taylor Co. et al. vs. A. T. & S. F. Ry. et al. 

18653—Empire Refineries, Inc., vs. A. T. & S. F. Ry. et al. 
18689—Ohio Valley Refining Co. vs. B. & O. R. R. et al. 

18061— (Sub. No. 1)—Piedmont Oil Co. vs. A. & V. Ry. et al. 

— _— No. 1 and 2)—The Pure Oil Co. et al. vs. A. & R. R. R. 
% , 


17000—Rate structure investigation, part 4, petroleum and petroleum 
products. 

(To be heard*with No. 18458, rates on petroleum and petroleum 
products within territory on and east of Mississippi River and 
south of Ohio River and East of Indiana-Illinois state line, ana 
from points without to points within said territory.) 


January 10—Miami, Fla.—Examiner Kosigsburg: 
18656—Atlantic Fruit Co., Inc., et al., vs. F. E. C. Ry. 
January 11—Kansas City, Mo.—Examiner Griffin: 
* 1. & S. 2815—Petroleum and its products from Kansas and Missouri 
to Indiana. 
January 11—Florence, Ala—Examiner Smith: 
18957—Muscle Shoals Traffic Bureau for Ware Brothers Agency vs. 
Alabama Central R. R. et al. 
January 11—Washington, D. C.—Director Mahaffie: 
Finance No. 5688—Application Cleveland, Cincinnati, Chicago & St. 
Louis Ry. for authority to acquire control under lease of the rail- 


R. 
& H. R. R. et al. 





Vol. XXXIX, No. 1 


roads and properties of the Cincinnati Northern R. R. and Evans. 
ville, Indianapolis & Terre Haute Ry. 

Finance No. 5690—Application of New York Central R. R. for au- 
thority to acquire control under lease of the railroad systems of 
the Cleveland, Cincinnati, Chicago & St. Louis Ry., the Michigan 
Central R. R. and the Chicago, Kalamazoo & Saginaw Ry. 

January 11—Washington, D. C.—Examiner Corbitt: 
Valuation 892—In re valuation of the property of L. H. & St. L. Ry, 
January 12—Dallas, Tex.—Examiner MacKley: 

18372—The Texarkana Cotton Oil Co. vs. DeQueen & Eastern R. R. 
et al. 

18403—San Angelo Cotton Oil Co. et al. vs. Arizona Eastern R. R. 
et al. 


January 12—Little Rock, Ark.—Examiner Weems: 
18711—Shearman Concrete Pipe Co. vs. Mo. Pac. R. R. et al. 
18812—Shearman Concrete Pipe Co. vs. Mo. Pac. R. R. et al. 
19004—-Shearman Concrete Pipe Co. vs. C. R. I. & P. Ry. et al. 
18654—Shearman Concrete Pipe Co. vs. St. L.-S. W. Ry. et al. 


January 12—San Francisco, Calif.—Examiner Harraman: 
18764—C. Swanston & Son vs. W. P. R. R. et al. 


January 12—Detroit, Mich.—Examiner Kerwin: 
18776—Port Crescent Sand and Fuel Co. vs. W. & L. E. Ry. 


January 12—Kansas City, Mo.—Examiner Griffin: 
18752—United Clay Products Corp. vs. C. & N. W. Ry. et al. 
January 12—Washington, D. C.—Examiner Hays: 
Valuation No. 894—In re tentative valuation of the property of the 
Northwestern Terminal Ry. 


January 12—Washington, D. C.—Examiner Rasch: 
Valuation No. 895—In re tentative valuation of the property of the 
Pittsburgh & Shawmut R. R. 


January 12—Argument at Washington, D. C.: 

17696—Bradbury Marble Co. et al. vs. B. & O. R. R. et al 

17809—F. H. Glarner & Co., Inc., vs. Sou. Ry. et al. 

Finance No. 5096—In the matter of application of the B. & M. R. R. 
for authority to abandon its so-called Reformatory Branch. 

Finance No. 5097—In the matter of application of the B. & M. R. R. 
for authority to abandon its so-called Lexington Branch. 

Finance No. 5098—In the matter of application of the B. & M. R. R. 
for authority to abandon its so-called Essex Branch. 

Finance No. 5099—In the matter of the application of the B. & M. 
R. R. for authority to abandon its so-called Ashburnham Branch. 


January 12—Philadelphia, Pa.—Examiner Fuller: 
16356—Krupp Foundry Co. vs. Sou. Ry. et al. 
16176—Somerville Iron Works vs. Sou. Ry. et al. 
18431 (and Sub. 1)—Florence Pipe Foundry & Machine Co. vs. N. Y. 
N. H. & H. R. R. et al. 


January 13—Dallas, Tex.—Examiner Mackley: 
18918—Arkansas Light & Power Co. vs. Alton & Southern R. R. et al. 


January 13—Chicago, Ill.—Examiner Howell: 
15220—G. Caruso & Co. vs. C. & E. I. Ry. et al. 
January 13—Birmingham, Ala.—Examiner Smith: | 
1. & S. 2799—Grain and grain products from Birmingham, Ala., Chat- 
tanooga and Knoxville, Tenn., to Southeastern points. 
January 13—Little Rock, Ark.—Examiner Weems: 
18801—The Arkansas Cotton Trade Assn.. for S. Y. West & Co. 
et al. vs. St. Louis-San Francisco et al. 
January 13—Los Angeles, Calif—Examiner Harraman: 
18669 (and Sub. 1)—The Southwestern Millers’ League vs. A. T. & 
S. F. Ry. et al. 


January 13—New York, N. Y.—Examiner Worthington: 
18307—-Marvil Package Co. vs. Nfk. Sou. R. R. et al. 


January 13—New York, N. Y.—Examiner Worthington: 
18569—The Vineland Basket Co. et al. vs. Penna. R. R. et al. 


January 13—Washington, D. C.—Examiner Boyden: 
Valuation No. 757—In re tentative valuation of the property of the 
Virginia and Carolina Southern R. R 


January 13—Kansas City, Mo.—Examiner Griffin: 
18705—Lathrop-Marshall Grain Co. vs. C. & N. W. Ry. et al. 


January 13—Argument at Washington, D. C.: 
17863—Bunker Hill & Sullivan Mining & Concentrating Co. vs. 0.-W. 
R. R. & N. Co. et al. 
16369—Portland Traffic & Transportation Assn, et al. vs. O.-W. R. 
& N. Co. et al. ’ : 
17771—Bunker Hill & Sullivan Mining & Concentrating Co. vs. Nor. 
Pac. Ry. et al. 


January 14—Washington, D. C.—Examiner Hendon: 
Valuation No. 869—In re tentative valuation of the property of the 
Oklahoma City Jct. Ry. 
January 14—Birmingham, Ala.—Examiner Smith: 
18522—Bona-Allen, Inc., vs. Sou. Ry. 
January 14—Ashland, Ky.—Examiner Carney: 
17932—Amicon Fruit Co. et al. vs. A. & V. Ry. et al. 
Portions Fourth Section Application 601, 542, 1747 et al. 
January 14—Chicago, Ill—Examiner Howell: 
— oo Potato Shippers’ Assn. et al. vs. A. T. & S. F. 
y. et al. 


January 14—Kansas City, Mo.—Examiner Griffin: . 
1. & S. 2778—Crushed stone from Kansas City, Mo., to points in 
Kansas on C. R. I. & P. Ry. . 
be aa County Crushed Rock Co. et al. vs. A. T. & S. F. RY. 
et al. 
19002—Thomson Brothers Rock Co. et al. vs. A. T. & S. F. Ry. et al. 


January 14—New York, N. Y.—Examiner Worthington: 
18725—-The Ceramic Traffic Assn. vs. Penna. R. R. et al. , 
18825—Alexander Smith & Sons Carpet Co. vs. Director General, 
as agent. 
January 14—Argument at Washington, D. C.: 
17272 (and Sub. 1 and 2)—Procter and Gamble Co. vs. B. & O. R. R. 


et al. 
17338—Charles Boldt Glass Co. vs. B. & O. R. R. et al. 
17518—Republic Creosoting Co. vs. A. G. S. R. R. et al. 
17822—River Rasin Paper Co. vs. C. B. & Q. R. R. et al. 

January 14—Tampa, Fla.—Examiner Konigsberg: 
18797—Ocean Stone & Gravel Co. et al. vs. S. A. L. Ry. et al. 

January 15—Watkins Glen, N. Y.—Examiner Kerwin: 

* 18845—DeRussy J. Bennett vs. Mich. Cent. R. R. et al. 

January 15—New York, N. Y.—Examiner Worthington: 
18704—-Balish Brothers vs. A. T. & S. F. Ry. et al. 0 
14210—Lindeteves-Stokvis vs. Director General, as agent, B. & YU: 

R. R. et al 
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Intercoastal Service 


TO LOS ANGELES HARBOR, (Wilmington), 
SAN FRANCISCO AND OAKLAND 


From PORT NEWARK, N. J. (New York Harbor) 


January 8th 
January 19th 
January 29th 


GULF-INTERCOASTAL SERVICE 


TO LOS ANGELES HARBOR, (Wilmington), 
SAN FRANCISCO AND OAKLAND 





From 
New Orleans 


Jan. 22nd 
Feb. Sth 


From 
Mobile 


Jan. 18th 
Feb. Ist 


SUSPEARCO 
SURICHCO 





COASTWISE GULF SERVICE 
From Port Newark, N. J., to Beaumont, Texas 
Serving Texas and the Southwest | 
Sailings every 10 da; every 10 days 


TRANSMARINE_ LINES 


Port Newark Terminal 
Telephone Mulberry 4300 5 Nassau S St., New York City 


Agencies: Beaumont, Buffalo, Chicago, Los Angeles, Mobile, 
New Orleans, Pensacola, Pittsb burgh, San Francisco. 


Electric Railway 


IS A GUARANTEE FOR THE 


Dependable Movement of Freight 


Time Reduced 


Service Increased 


Ss. F. 


nts in 
F. Ry. 
et al. 


For specific information, address 


eneral, 


TRAFFIC 


WORLD 


ORIENTAL BUYERS 
DEMAND — 


SPEED! 


Satisfy the demands of your Oriental cus- 
tomers by giving them fast freight service 
across the Pacific. Quick deliveries mean 
More Business! ADMIRAL ORIENTAL 
LINE ships sail every twelve days from 
Seattle, and cross the Pacific by THE SHORT 
ROUTE to Yokohama, Kobe, Shanghai, Hong 
Kong and Manila. 


L. L. BATES, General Freight Agent, Seattle, Wash. 


ADMIRAL 
j ORIENTAL 


Other Offices at New York, Boston, Philadelphia, Detroit, Chicago, 
Portland, Ore., Tacoma, Wash., Vancouver, B. C., Victoria, B. C. 


SEATTLE, WASH. 


Transportation 


You Are Sure of Quick Delivery 


L. E. EARLYWINE, Chairman 


CENTRAL ELECTRIC TRAFFIC ASSOCIATION 


308 Terminal Building 


INDIANAPOLIS, INDIANA 
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(Further hearing with respect to seven shipments found in Com- 
mission’s report to have been barred by statute of limitations.) 
January 15—Dallas, Tex.—Examiner Mackley: 
18789—The Dallas Paper Co. vs. T. & N. O. R. R. et al. 
January 15—Birmingham, Ala.—Examiner Smith: 
18663— Knight Iron & Metal Co. vs. L. & N. R. R. 
January 15—Argument at Washington, D. C.: * 
16827—Commercial Club of Fargo,, N. D., et al. vs. Gt. Nor. Ry. et 


al, 
bes fond, Sub. 1)—The Grand Forks Commercial Club vs. Gt. Nor. 
y. et al. 
re Club of Fargo, N. D., et al. vs. A. T. & S. F. Ry. 
e 3 


January 17—Boston, Mass.—Examiner Keeler: 

4 Rate Structure Investigation, Part 4, Petroleum and Petrol- 

eum Products. 

* 18458—Rates on petroleum and petroleum products within the ter- 
ritory on and east of the Mississippi River, and south of Ohio 
River, and east of Indiana-Illinois State Line, and from points 
without to points within said territory. 

17471—Roxana Petroleum Corp. vs. C. C. C. & St. L. Ry. et al. 

17561—American Refining Co. et al. vs. A. & R. R. R. et al. 

17911—Arab Gasoline Co. vs. A. & R. R. R. et al. 

18006—Kansas City Refining Co. vs. A. & S. Ry. et al. 

18007—-Mid-Continent Refiners Traffic Assn. vs. W. & W. Ry. et al. 

18061—Transcontinental Oil Co. vs. A. & V. Ry. et al. 
18199—-Standard Oil Co. (Ky.) vs. A. & V. Ry. et al. 

18253—The Texas Co. vs. A. & R. R. R. et al. 

18413—Indian Refining Co. vs. A. & V. Ry. et al. 

18451—The Muscle Shoals Oil Co. et al. vs. A. & V. Ry. et al. 

18605—The Caldwell & Taylor Co. et al. vs. A. T. & S. F. Ry. et al. 

18653—-Empire Refineries, Inc., vs. A. T. & S. F. Ry. et al. 
18689—Ohio Valley Refining Co. vs. B. & O. R. R. et al. 

18061 (Sub. 1).—Piedmont Oil Co. vs. A. & V. Ry. et al. 

18253 (Sub. No. 1 and 2).—Pure Oil Co. et al. vs. A. & R. R. R. et al. 

January 17—Kansas City, Mo.—Examiner Griffin: 

* 1. & S. 2817—Hay and straw from Union Pacific R. R. stations in 

Colo., Kans. and Nebr. to Mississippi Valley. 

January 17—Dallas, Tex.—Examiner Mackley: 

* 18846—Magnolia Petroleum Co. vs. C. R. I. & G. Ry. et al. 

* be y Sub. 1)—Magnolia Petroleum Co. vs A. T. & S. F. Ry. 

et al. 

January 17—Columbus, O.—Examiner Carney: 
17877—Rates on pig iron and articles taking same rates within the 

state of Ohio. 

January 17—Chicago, Ill.—Examiner Howell: 
13432—Beatrice Creamery Co. vs. L. & N. R. R. 

(Further hearing solely on question of reparation.) 

January 17—Washington, D. C.—Examiner Carter: 
18598—D. A. Stickell & Sons, Inc., vs. W. Md. Ry. et al. 

January 17—Parkersburg, W. Va.—Examirier Shanafelt: 
18647—-Parkersburg Rig & Reel Co. vs. Sou. Pac. Co. et al. 


bee" a Sub. 1)—Parkersburg Rig & Reel Co. vs. B. & O. R. R. 
et al. 


January 17—Washington, D. C.—Examiner Macomber: 
Valuation No. 899—In re tentative valuation of the property of the 
Sussex R. R. Co. 
January 17—Washington, D. C.—Examiner Walsh: 
Valuation 115—Minneapolis & Rainy River Ry. Co. (further hearing). 


January 17—Argument at Washington, D. C.: 
1 Bakeries Service Corp. et al. vs. B. & M. R. R. et al. 
18192—White Star Refining Co. vs. Ill. Term. Co. et al. 
Valuation No. 528—In re tentative valuation of the property of the 
Sibley, Lake Bisteneau & Southern Ry. 
Valuation No. 565—In re tentative valuation of the property of the 
Woodworth & Louisiana Central Ry. 
Valuation 589—In re tentative valuation of the property of the 
Louisiana & Pacific Ry. 
Valuation No. 729—In re tentative valuation of the property of 
the Mississippi Central R. R. 
Valuation No. 822—In re tentative valuation of the property of the 
Denver Union Terminal Ry. 
Finance No. 3926—Excess Income of the La. & Pac. Ry. 
January 17—Tampa, Fla.—Examiner Konigsberg: 
18617 (and Sub. 1 and 2)—Schiro-Durst Co. vs. Penna. R. R. et al. 
January 17—Washington, D. C.—Examiner Way: 


Valuation No. 817—In re tentative valuation of the property of the 
McCloud River R. R. Co. 


January 17—Birmingham, Ala.—Examiner Smith: 
18769—Dolcito Quarry Co. vs. L. & N. R. R. et al. 


January 17—Washington, D. C.—Examiner Kelley: 
Valuation 126—In re tentative valuation of the property of Western 
Pacific Ry. 
January 17—Ft. Smith, Ark.—Examiner Weems: , q 
18655—The Ozark Cider & Vinegar Co. et al. vs. A. & V. Ry. et al. 
January 18—Jacksonville, Fla.—Examiner Brown: 
eorgia Public Service Commission vs. A. C. L. R. R. Co. 
(Further hearing.) 
January 18—Dallas, Tex.—Examiner Mackley: 
* 19016—Modern Chemical Manufacturing Co., Inc., Dallas, Tex., vs. 
A. & S. Ry. et al. 
January 18—Ft. Smith, Ark.—Examiner Weems: 
18819 (and Sub. I)—Athletic Mining and Smelting Co. et al. vs. A. 
T. & S. F. Ry. et al, 
January 18—Birmingham, Ala.—Examiner Smith: 
18766—Birmingham Traffic Assn. vs. L. & N. R. R. et al. 
January 18—Chicago, IIl_—Examiner Howell: 
13878—Chic&ago Fire Brick Co. et al. vs. A. & W. Ry. et al. (further 
hearing in so far as issues of unreasonableness and reparation 
involved.) 


January 18—New York, N. Y.—Examiner Worthington: 


Se eeeeeeaee eee ee 


es ye Ye Farm Products Co., Inc., vs. N. Y. N. H. & H. 
. R. eta 
(Further hearing on question of damages suffered by com- 


plainant.) 


January 18—Argument at Washington, D. C.: 
Valuation No. 456—In re tentative valuation of the properties of 
the L. & N. R. R. et al. : 
Valuation No. 350—In re tentative valuation of the property of the 
Elkton & Guthrie R. R. 
Valuation No. 463—In re tentative vgluation of the property of the 
Tennessee Western Ry. 
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Valuation No. 405—In re tentative valuation of the property of the 
Glasgow Ry. 


January 18—Tampa, Fla.—Examiner Konigsberg: 
18855—Highway Engineering & Construction Co. vs. A. C. L. R. R. 
January 18—Argument at Washington, D. C.: 
17166—Turner Altus Co. et al. vs. A. T. & S. F. Ry. et al. 
17640—Wrought Washer Mfg. Co. vs. P. M. Ry. et al. 
18094—Horse Association of America vs. American Ry. Exp. Co. et al. 
1. & S. 2672—Attendants Transported free with race horses via ex- 
press. 


January 19—Chicago, Ill.—Examiner Howell: ’ 
10672—Security Mills & Feed Co. vs. Director Gerieral, as agent, 
Southern Ry. et al. 
(Further hearing, on question of reparation on shipments which 
moved after date of hearing.) 


January 19—Dallas, Tex.—Examiner Mackley: 
a yeaa Construction Co., Inc., et al. vs. B. S. L. & W. Ry. 
et al. 


January 19—Columbus, O.—Examiner Carney: 
18668—American Rolling Mill Co. vs. Penna. R. R. et al. 


January 19—New York, N. Y.—Examiner Worthington: 
18804—The Warner Chemical Co. vs. B. & O. R. R. et al. 
January 19—Phoenix, Ariz.—Examiner Harraman: 
=a Corporation Commission et al. vs. A. T. & S. F, 
y. et al. 


January 19—Pittsburgh, Pa.—Examiner Shanafelt: 
18808—H. N. Trimble vs. Penna. R. R. et al. 
January 19—Washington, D. C.—Examiner Brinkley: 
vee - g96—In re tentative valuation of the property of the 


_ se, & &. Ry. 
Valuation No. 240—In re tentative valuation of the property of Ore- 
gon Trunk Ry. 


January 19—Argument at Washington, D. C.: 
17459—Texhoma: Oil & Refining Co. vs. C. R. I. & G. Ry. et al. 
17498—Litwood Oil & Supply Co. et al. vs. A. T. & S. F. Ry. et al. 
17441—The Transcontinental Oil Co. vs. St. L.-S. F. Ry. et al. 
17507—Humble Oil & Refining Co. vs. B. S. L. & W. Ry. et al. 
Valuation No. 370—In re tentative valuation of the property of 
M. St. P. & S. S. M. Ry. 
Valuation No. 406—In re tentative valuation of the properties of 
Wisconsin Central Ry. et al. 
Valuation No. 326—In re tentative valuation of the property of the 
Wisconsin & Northern R. R. 
Valuation No. 542—In re tentative valuation of the property of the 
Minnesota Northwestern Electric Ry. 
January 19—Birmingham, Ala.—Examiner Smith: 
18907—The Ingalls Iron Works Co. vs. G. H. & S. A. Ry. et al. 
January 20—Washington, D. C.—Examiner Fuller: 
1. & S$. 2787—Coal from Kentucky and Tennessee to Tennessee and 
Georgla. 
January 20—Chicago, Ill—Examiner Howell: . 
18406—The Inland Waterways Corp., operating Mississippi-Warrior 
Service, vs. B. S. L. & W. Ry. et al. 
January 20—Dallas, Tex.—Examiner Mackley: 
18958—Dallas Sash & Door Co. et al. vs. A. T. & S. F. Ry. et al. 
January 20—Chicago, Ill.—Examiner Howell: 
* 19017—Inland Waterways Corp. (Operating Mississippi-Warrior 
Service) vs. C. G. W. R. R. et al. 
January 20—Washinegton, D. C.—Examiner Carter: 
18715—Baltimore Chamber of Commerce vs. A. A. R. R. et al. 


January 20—Tulsa, Okla.—Examiner Weems: 
17870—Tidal-Western Oil Corp. et al. vs. M.-K.-T. R. R. of Texas 


et al. 
18793—Tidal Oil Co. vs. C. R. I. & G. Ry. et al. 


January 20—Washington, D. C.—Examiner Davis: ; 
* Finance No. 5984—Application of C. & O. R. R. for authority to 
acquire control, by lease, of the railroad of the Island Creek R. R. 
Finance No. 5924—Appliction of C. & O. Ry. Co. for authority to 
acquire control, by lease, of the railroad of the Chesapeake & 
Hocking Ry. Co. 


January 20—New York, N. Y.—Examiner Worthington: 
18724—Summers Fertilizer Co. vs. Canton R. R. et al. 


January 20—Pittsburgh, Pa.—Examiner Shanafelt: 
18915—Westmoreland Brick Co. vs. Penna. R. R. et al. 


January 20—Argument at Washington, D. C.: 

Valuation No. 514—In re tentative valuation of the property of the 
V.S. & P. Ry. 

Valuation No. 603—In re tentative valuation of the property of the 
Alabama & Vicksburg Ry. 

Valuation No. 773—In re tentative valuation of the property of the 
Upper Merion & Plymouth R. R. 

17531—Dann-Gerow Co., Inc., vs. T. & G. C. R. R. et al. 

— Lumber and Manufacturing Co. vs. Miss. Cent. 


17977—Great Southern Refining Co. vs. A. C. & Y. Ry. et al. 
he 9 eumnananeaa Syrup and Preserving Co. et al. vs. C. & A. R. RB. 
et al. 
January 20—Washington, D. C.—Examiner Law: 
a a 3984—Excess Income of the West Virginia Northern 
a 0. 


January 21—Dallas, Tex.—Examiner Mackley: 
19007—C. A. Bryant Co., Inc., et al. vs. A. & V. Ry. et al. 
January 21—Montgomery, Ala.—Examiner Smith: 
18841—Alabama Cottonseed Crushers Assn. vs. L. & N. R. R. 


January 21—Tulsa, Okla.—Examiner Weems: 
18581—Barnsdall Refineries, Inc., et al. vs. A. T. & S. F. Ry. et al. 


January 21—New ‘York, N. Y.—Examiner Worthington: 
18847—Shambow Shuttle Co. vs. N. Y. N. H. & H. R. R. et al. 


January 21—Pittsburgh, Penna.—Examiner Shanafelt: - 
18934—United States Potters’ Assn. et al. vs. A. C. & Y. Ry. et al. 
19006—The Brilliant Sand Co. et al. vs. B. & O. R. R. et al. 


January 21—Orlando, Fla.—Examiner Konigsberg: 
18820—Chase & Co. vs. A. C. L. R. R. et al. 
January 21—Argument at Washington, D. C.: 
17366—American Grain & Hay Co. et al. vs. Ill. Cent. R. R. et al. 
17824—Lumberton Broom and Mop Handle Factory et al. vs. A. C. 
& Y. Ry. et_al. 
17879—White Wood Products Co. vs. A. & S. Ry. et al. 
17922—Carolina Bagging Co. vs. S. A. L, Ry. et al. 
Valuation No. 330—In re valuations of the properties of Ga. & Fla. 
Ry. and Ga. & Fla. Terminal Co. 
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Valuation No. 733—In re tentative valuation of the property of the 
L. & H. R. Ry. 
January 21—Tulsa, Okla.—Examiner Weems: 
18578—Empire Refineries, Inc., vs. Ark. & La. Mo. Ry. et al. 
January 22—Montgomery, Ala.—Examiner Smith: 
18128—South Alabama Grocery Co. vs. C. of Ga. Ry. et al. 
January 22—New York, N. Y.—Examiner Worthington: 
18871—Alexander Smith and Sons Carpet Co. vs. B. & M. R. R. et al. 
18917—-B. Lissberger & Co. vs. D. T. & I. R. R. et al. 
January 22—Argument at Washington, D. C.: 

Valuation No. 230—In re tentative valuation of the property of the 
Troy Union R. R. 

Valuation No. 648—In re tentative valuation of the property of the 
East Broad Top R. R. & Coal Co. 

Valuation No. 699—In re tentative valuation of the property of the 
Apalachicola Northern R. R. 

Valuation No. 871—In re tentative valuation of the property of 
Port St. Joe Dock & Terminal Ry. 

17068—W. P. Brown & Sons Lumber Co. vs. A. G. S. R. R. et al. 

17224—Wausau Southern Lumber Co. vs. A. G. S. R. R. et al. 

17298—-Wausau Southern Lumber Co. vs. A. G. S. R. R. et al. 

17407—American Lumber & Export Co. et al vs. A. & V. Ry. et al. 

17858—Southern Pine Assn. vs. A. & V. Ry. et al. 

17957—Waters-Tonge Lumber Co. et al. vs..A. G. S. R. R. et al. 

17805—Colbert Limerock Asphalt Co. et al. vs. Ala. Cent. R. R. et al. 
January 24—Ft. Worth, Tex.—Examiner Mackley: 

|. & S. 2802 (and first supplemental order)—Cottonseed hull fibre or 
shavings from Eastern and Central origins to Pacific Coast and 
intermountain destinations. 

January 24—Montgomery, Ala.—Examiner Smith: 

13857—-Chamber of Commerce of Selma, Ala., vs. A. G. S. R. R. 

(Further hearing to bring record up to date.) 
January 24—Bisbee, Ariz.—Examiner Harraman: 
17866—Apache Powder Co. vs. A. T. & S. F. Ry. et al. 
(Further hearing on question of awarding reparation.) 
January 24—Ft. Wayné, Ind.—Examiner Carney: 
18911—Edgerton Manufacturing Co. vs. A. & R. R. R. et al. 
January 24—Washington, D. C.—Examiner Carter: 

15270—A. Spates Brady vs. B. & O. R. R. et al. (on question of 
damages sustained by complainant during the period October 14, 
1922, to April 1, 1923). 

January 24—Chicago, Ill_—Examiner Howell: 

1. & S. 2807—Bituminous coal from Southern Illinois to stations on 
St. L.-S. F. Ry. in Missouri. 

January 24—Argument at Washington, D. C.: 

Valuation No. 489—In re tentative valuation of the property of the 
Houston Belt & Terminal Ry. 

Valuation No. 739—In re tentative valuation of the property of 
Brimstone R. R. and Canal Co. 

Valuation No. 774—In re valuation of the property of the St. Louis, 
Kennett & Southeastern R. R. 

bat = Rock Chamber of Commerce et al. vs. Ark. & La. Mo. 

y. et al. : 

17453—Fisher Supply Co. vs. A. & V. Ry. et al. 

— Sub. 1, 2 and 3)—Strauss and Adler, Inc., vs. N. Y. C. R. R. 
et al. 

January 24—Washington, D. C.—Examiner Faris: 

Valuation No. 805—In re tentative valuation of the properties of the 
L. V. R. R. et al. 

January 24—Washington, D. C.—Examiner Johnston: 

Valuation No. 710—In re tentative valuation of the properties of 
the B. R. & P. Ry. et al. 


January 24—Brunswick, Ga.—Examiner Konigsberg: 
18637—Brunswick Traffic Bureau vs. A. C. L. R. R. et al. 


January 24—Washington, D. C.—Examiner Haley: 

‘ Finance 3754—Recapture hearing of the Gulf Coast Lines. 

January 24—New York, N. Y.—Examiner Worthington: 

*1L& a 2818—Vegetable Stearine from New York rate points to Vir- 
ginia cities. 


January 24—Tulsa, Okla.—Examiner Weems: 
18809—Cities Service Oil Co. et al. vs. A. T. & S. F. Ry. et al. 


January 25—Fort Worth, Tex.—Examiner Mackley: 
1. & S. 2794—Live stock from Texas points to Cincinnati, O., Louis- 
ville, Ky., and Indianapolis, Ind. 


January 25—Tulsa, Okla.—Examiner Weems: 
18864—Maloney Tank Manufacturing Co. et al. vs. A. T. & S. F. 
Ry. et al. 
January 25—New York, N. Y.—Examiner Worthington: 
18904—Vacuum Oil Co. vs. A. C. L. R. R. et al. 
18963—American Agricultural Chemical Co. vs. A. & S. Ry. et al. 
January 25—South Bend, Ind.—Examiner Carney: 
18709—The Kawneer Co. vs. C. & N. W. Ry. et al. 
January 25—Omaha, Neb.: 
16226 a 3)—Beatrice Chamber of Commerce vs. A. & R. R. R. 
et al. . 
19025—Mason City Chamber of Commerce vs. A. & R. R. R. et al. 
January 25—Argument at Washington, D. C.: 
18058—The United States Potters’ Assn. et al. vs. A. C. & Y. Ry. 


et al. 
18064—United States Potters’ Assn. et al. vs. A. C. & Y. Ry. et al. 
18315—McKeesport Tin Plate Co. vs. A. A. R. R. et al. 
17988—Sunbury Converting Works vs. Penna. R. R. 
January 25—Omaha, Neb.: 
17000—Rate Structure Investigation, part 2, Western Trunk Line 
Class rates. 
Ex Parte 87 (Sub. No. 1)—Class Rates Within Western Trunk Line 
territory. 
14625—Class rates to and from Nebraska stations. 
15265—Board of Railroad Commissioners of the state of South Da- 
kota vs. C. & N. W. Ry. et al. 
16226 (and Sub. Nos. 1 and 2)—Omaha Chamber of Commerce Traffic 
Bureau vs. A. & R. R. R. et al. 
16838—Board of Railroad Commissioners of the state of North Da- 
kota vs. C. M. & St. P. Ry. et al. 
ne of Commerce of Kansas City et al. vs. A. & R. R. R. 


et al. 

16945—Board of Railroad Commissioners of the state of North Da- 
kota vs. A. & W. Ry. et al. 

16981—-Board of Railroad Commissioners of the state of South Da- 
kota vs. A. & W. Ry. et al. 

17030—Sioux Falls Chamber of Commerce vs. A. A. R. R. Co. 

17235—Intrastate Class Rates within South Dakota. 





et al. 
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17980—Bismarck Association of Commerce et al. vs. Nor. Pac. Ry. 


et al. 
10390—Chamber of Commerce of Kansas City vs. Director General. 
18454—Commercial Club of Fargo, N. D., vs. A. & W. Ry. et al. 
18735—Grand Forks Commercial Club vs. A. & W. Ry. et al. 
18790—Dodge City Chamber of Commerce vs. A. T. & S. F. Ry. et al. 
January 26—Fort Forth, Tex.—Examiner Mackley: 
bo — 1)—Texas Pacific Coal and Oil Co. vs. A. T. & S. F, 
y. et al. 


January 26—Washington, D. C.—Examiner Carter: : 
16407 (and Sub. Nos. 1 and 2)—Security Cement & Lime Co. ys, 
B. & O. R. R. et al. 
January 26—New York, N. Y.—Examiner Worthington: 
18939—Woodbridge Lumber Co. vs. A. C. L. R.-R. et al. 
January 26—Pensacola, Fla.—Examiner Smith: 
17827—Pensacola Chamber of Commerce vs. L. & N. R. R. et al. 
January 26—Marion, Ind.—Examiner Carney: 
ooo Machine Foundry & Supply Co. vs. C. C. C. & St. 1. 
y. et al. 


January 26—Argument at Washington, D. C.: 
17630—The Kalbaugh Coal Co., Inc., vs. A. C. R. R. et al. 
17657—Gulf Coal Co. vs. Virginian Ry. Co. et al. 
January 27—Albuquerque, N. M.—Examiner Harraman: 
18193—Boston Wool Trade Assn. (for and in behalf of its mem- 
bers and others) vs. Apache Ry. et al. 


January 27—Oklahoma City, Okla.—Examiner Weems: 
1. and S. No. 2812—Pickles and canned goods in mixed carloads, 
from Colorado to Oklahoma. 
January 27—Indianapolis, Ind.—Examiner Carney: 
19010—Chapman-Price Steel Co. vs. B. & O. R. R. et al. 
January 27—New York, N. Y.—Examiner Worthington: 
19014—Baltimore Tube Co. vs. B. & O. R. R. et al. 


January 27—Argument at Washington, D. C.: 
17893—Joseph W. Cottrell Lumber Co. vs. B. & O. R. R. et al. 
18043—Pittsburgh Crushed Steel Co. vs. B. & M. R. R. et al. 
18000—H. Barschi & Son et al. vs. B. & O. R. R. et al. 
18018 (and Sub. 1)—C. G. Justice Co. et al. vs. A. B. & A. Ry. et al. 
January 27—Macon, Ga.—Examiner Konigsberg: 
18519—General Sprayer Co. vs. A. B. & A. Ry. (B. L. Bugg, re- 
ceiver) et al. 
January 28—Chicago, Ill.—Examiner Howell: 
13110—Minneapolis & St. Louis R. R. vs. Peoria & Pekin Union Ry. 
January 28—Waco, Tex.—Examiner Mackley: 
18867—Waco Chamber of Commerce et al. vs. A. T. & S. F. Ry. et al. 
18994—Cooper Grocery Co. et al. vs. A. & W. P. R. R. et al. 
January 28—Indianapolis, Ind.—Examiner Carney: 
1, & S. 2808—Iron and steel articles from Indiana to Illinois. 
January 28—New Orleans, La.—Examiner Smith: 
1. & S. 2791—Canned goods from Gulf ports to Mississippi Valley 
territory. 
January 28—Argument at Washington, D. C.: 
17894—Virginian Gasoline & Oil Co. vs. B. & O. R. R. et al. 
bay” aaa Package Corporation of New York vs. B. & O. R. R. 
et al. 
18100 (and Sub. 1 and 2)—E. W. Jackson vs. Mich. Cent. R. R. et al. 
18225—Globe Malleable Iron & Steel Co. vs. B. & O. R. R. et al. 
Valuation No. 401—In re tentative valuation of the properties of the 
Cc. R. R. of N. J. et al. 
Valuation 390—In re tentative valuation of the property of the Nes- 
quehoning Valley R. R. 
Valuation 391—In re tentative valuation of the property of the Bay 
Shore Connecting R. R. 
Valuation 392—In re tentative valuation of the property of the Allen- 
town Terminal R. R. Co. 
Valuation 417—In re tentative valuation of the property of the N. Y. 
and L. B. R. R. 
January 28—Atlanta, Ga.—Examiner Konigsberg: 
18799—-Dodge County Lumber Co. vs. A. C. L. R. R. et al. 


January 29—Argument at Washington, D. C.: 


bag ag” ae _ 41 and 2)—Tennessee Extract Corp. et al. vs. L. & N. 
< me St Sl. 

18119—New York Insulated Wire Co. vs. N. Y. N. H. & H. R. R. 
18280—Federated Metals Corp. vs. Penna. R. R. et al. 

18348—Star Co. vs. N. Y. C. R. R. et al. 


January 31—Houston, Tex.—Examiner Mackley: 
18716—Texas Chemical Co. vs. Ark. & La. Mo. Ry. et al. 
* 1. & S. 2816—Iron and steel articles in mixed carloads between 
Shreveport, La., and points in Texas. 


January 31—Washington, D. C.—Examiner Carter: 
18202—L. D. Goldstein, et al., vs. Penna. R. R., et al. 
18650—Peninsula Produce Exchange vs. Penna R. R., et al. 


January 31—New Orleans, La.—Examiner Smith: 
& S. 2806—Lumber from Louisiana and Texas to Illinois and 
Missouri destinations. 


January 31—Denver, Colo.—Examiner Harraman: 

1. & S. 2811—Petroleum and petroleum products from Colorado 
origins to Colorado and New Mexico destinations. 

18610—The Continental Oil Co. vs. A. T. & S. F. Ry. et al. 


VEGETABLE OIL RATES SUSPENDED 


The Commission, in I. and S. 2820, has suspended from 
December 31 and later days to April 30, tariffs of carriers 1 
Official Classification territory proposing to establish rates on 
vegetable oils at ninety per cent of fifth class. Hearing is to 
be had on the case at Chicago, February 2, by Examiner Howell. 


W. T. L. CLASS TARIFFS SUSPENDED 


The Commission has suspended Boyd and other tariffs, 
which were to have become effective January 1 and which were 
intended to harmonize class rates in Western Trunk Line ter 
ritory with those in Illinois and C. F. A. territories. They also 
proposed to cancel all less-than-carload commodity rates. The 
suspension is for the statutory period. At the time this was 
written the case had not received a number. 
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with swiftness undreamed of 
six short years ago 


N 1920, after the years of war-time emet- 
I gency, American transportation faced 
the greatest crisis in its history. 

It was necessary for railroad operations to 
be readjusted from a “federal control” to 


individual management. 
e +. e 2 


Today, on the Burlington, a change which 
has almost revolutionized business in the 
Middle West! Faster, more economical, 
more efficient transportation than ever 
before. 

Shipments move with a swiftness un- 
dreamed of six years ago. Second morning 
deliveries where third morning deliveries 
were made before. Ten hours lopped off 
a single fast freight run, Chicago to Denver. 
Hourly freight capacity increased by 28.3% 
per train. Switching time, by a new system 
of classifying freight, reduced often from 
two hours to thirty minutes. A fast freight 
on time to the minute for thirty consecu- 
tive days! 

Millions of dollars saved each year for merch- 
ants and manufacturers, more than twenty per 
cent of whose capital has been freed by speedier 


deliveries! 


All this, and more, in six short years! Here 
was a task which required Burlington men, 
trained by over two generations of success- 
ful railroading experience. 


cA 


For 75 Years 


The Burlington has completed seventy-five 


years of successful railroad service. The Bur- 
lington has never been in the hands of a re- 
ceiver; it has never defaulted on a financial 
obligation. The Burlington has counted suc- 
cess as necessary to a useful existence. It 
knows no other way to provide the high class 
of service the public has demanded and which 
the Burlington has made its first purpose. 


fl nhiniibiiitidimne 


PRESIDENT OF THE BURLINGTON 





A task whose gigantic proportions you 
can truly judge only by referring to the 
map above. Follow with your eye the main 
lines of the Burlington: 

Eleven thousand five hundred miles of 
lines! Serving thirteen of our largest states, 
one-third our total land area. Reaching 
practically every important commercial 
center between the Great Lakes, the Ohio 
River, the Rocky Mountains and Gulf of 
Mexico. 

The largest food-carrying system in the 
world! For within this tremendous area 
are produced: Two-thirds the oats, more 
than half the corn, more than half the bar- 
ley, half the wheat, half the hogs, nearly 
half the cattle, nearly half the sugar beets 
grown in the United States; vast riches in 
iron; timber, coal, oil, copper, silver, gold. 
wool and cotton. 


. . + * 
Such has been the most recent chapter in 
the seventy-five year record of achievement 
by Burlington men. These men, number- 
ing 50,000, serve you with pride in their 
record and with the profit of their experi- 
ence. 


The Burlington Route 


The National Park Line 
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DELAWARE & HUDSON 


Offers a Highly Developed Service 
for the Dependable Movement of Freight Between 


The New England States and the South and West—Eastern Canada and 
all points South. Close affiliation with the lines listed below makes this an 
ideal route for the rapid movement of shipments throughout this section. 


Canadian Pacific Railway 
Canadian National Railways 
Quebec, Montreal & Southern 
Boston & Maine 

Boston & Albany 


Pennsylvania 


|v Rouses Point, N. Y. Lehigh Valley 


Central R. R of N. J... .. 
via Mechanicville, N. Y. 
via Albany, N. Y. 


|i Wilkes-Barre Pa. 


tia Binghamton, N. Y. 


DELAWARE & HUDSON SUPER-POWER ENGINES 


These powerful locomotives are equipped with the Bethlehem Auxiliary Locomotive 
which adds approximately 25 per cent to the hauling power. 


Our nearest representative will, if given opportunity, render you 


HELPFUL SERVICE 


All our Traffic Agencies are furnished information daily relative to junction passings. The Agency nearest 
you will keep you advised of the progress of your urgent carload shipments if requested to do so. 


DELAWARE & HUDSON FREIGHT TRAFFIC AGENCIES 


ALBANY, N. Y.—Telephone Main 3380 ONEONTA, N. Y.—Telephone 1500 
J. E. Colket, Milk Agent, A. W. Ackley, Division Freight Agent, 
D & H Building 191 Main Street 
C. F. Beck, General Eastern Freight Agent, PHILADELPHIA, PA.—Telephone Rittenhouse 1271 


D & H Building —s ‘i 
ATLANTA, GA.—Telephone Walnut 5464 109-10 Finance Buildine, anere, oe 


Monte Pickens, Jr., Commercial Agent, 1420-26 South Penn Square 


913 Healey Building PITTSBURGH, PA.—Telephone Grant 5516 
noaere, MASS.—Telephone Liberty 4106-4107 8. Y. Baldwin, General Agent, Freight Department, 


Wheeler, New England Freight Agent, 
Bias ase Chamber of Commerce Building 
ates est Bw Y.—Telephone Seneca 853 
- Haas, General Agent, Freight Department, 
2 Ellicott Square Building 
CHICAGO, ILL.—Telephone Wabash 8994 
Flanders, Jr., General Agent, Freight Dept., 
Ain0Lea Webster Building, 
327 South LaSalle St. 
MONTREAL, QUE.—Telephone Uptown 7424 
James Fitzsimons, General Canadian Freight Agent, 
106 Drummond Bldg., 511 St. Catherine St., West 
NEW YORK, N. Y.—Telephone Whitehall 5648 and 5649 
Max V. Beckstedt, General Agent, Freight Dept., 
1446-48 Woolworth Building, 
233 Broadway 


513-514 Bessemer Building 
H. A. Dietz, General Traveling Coal Agent, 
513-514 Bessemer Building 
PLATTSBURG, N. Y.—Telephone 698 
E. H. Dow, Division Freight Agent, 
101 Bridge Street 
SCRANTON, PA.—Telephone Bell 4751 
3. J parle, Division Freight Agent, 
D & H Passenger Station 
ST. ree ee Garfield 1651 
wart, Gener gent, Freight Depart . 
1021-1022 Pierce Building ” pene 
TROY, N. Y.—Telephone 765 
F. J. Forster, Division Freight Agent, 
Union Station 


Story, General Freight Agent, Albany, N. Y. 


Hiller, Asst. Gen. Freight 


Agent, Albany, - %. C3 


Rolfe, Assistant General Traffic Manager, Albany, N. 7 


Ww. G. 
F. N. 
x =’ Nyland, Coal Freight Agent, Albany, N. Y. 
L. F. 


Perry, Assistant to General Traffic Manager, Albany, N. Y. 


99 Ww. J. MULLIN, 
General Traffic Manager 


ROUTE OF 
THE MONTREAL LIMITED 


SHORTEST—QUICKEST—BEST PASSENGER ROUTE 
BETWEEN NEW YORK AND MONTREAL 


J. T. LOREE, 99 
Vice-President and General Manager 


ALBANY, N. Y. 


ROUTE OF 
THE MONTREAL LIMITED 
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New, Fast and Dependable 
Freight Service Between 
Chicago and the East 


Via South Shore Line from Chicago to Michigan City, Nickel 
Plate, L. E. & W. District and connections— 








Rates now applicable via this route on traffic to and from Chicago 
and points beyond; also to and from the west. 


Connections in Chicago with Elgin Joliet and Eastern Railroad 
(Chicago Outer Belt), Baltimore and Ohio Chicago Terminal and 
Pullman Railroad — give direct connections with all lines to and 
from Chicago. 





The South Shore Line has completely rehabilitated and re-electrified 
its property within the last year, adding new electric freight loco- 
motives, new steel passenger equipment, laid new ballast over the 
entire line and several miles of new 100-lb. rail, making it one of 
the most modern electrically operated railroads in the country. 












SOUTH SHORE 


LINE 
















CHICAGO OFFICE 
Room 605, 79 West Monroe Street 
F. W. Shappert, Ass’t to Vice-President 
Wm. Petersen, Traffic Manager 
C. L. Binger, Commercial Agent 









SOUTH BEND OFFICE 
301 North Michigan Street 

A. W. Oberfell, Commercial Agent 

C. R. Taylor, Traffic Representative 





GARY OFFICE 
Third Ave. and Adams Street 
R. E. Frantz, Traffic Representative — 


One of the 80-ton electric locomotives used in South Shore Line freight service. 


Chicago South Shore and South Bend Railroad 
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Between 
All Points 


in the 


East & South 
Northwest 


Western Canada 
North 
Pacific Coast 





























4500 Miles Serving the 
" Heart of the 
of its Great 
Own Lines 


Northwest 












THE FLOUR INDUSTRY THE STEEL INDUSTRY 






To avoid delay, shipments for Can- 
adian destinations must be accompan- 
ied by shippers’ export declaration 
made in triplicate. This document 
must be delivered to railroad agent at 
initial point with the shipment and ac- 
QA WINNIPEG company same to Canadian port of 






\ EDMONTON g 


SAULT SAINTE MARIE 






VANCOUVER 


© 
MENOMINEE 


~_-——- 


ALWAYS DEPENDABLE 
AGENCIES 


IMINNEAPOLIS 









MANITOWOC 
0 







SAINT PAUL 






MILWAUKEE 














Boston, Mass., 40 Central St. Kansas City, Mo., 738 Railway Ex. Bldg. Portland, Ore., 8rd and Pine Sts. 

Buffalo, N. Y., 409-410 Iro- Los Angeles, Cal., 580 Van Nuys Bldg. St. Louis, Mo., 2050 Railway Exch. Bldg. 

, quois Bldg. Memphis, Tenn., Porter Bldg. St. Paul, Minn., 1112 Merchants Nat’] Bank CHICAGO 

) —-, + ns 707 Standard Milwaukee, Wis., 68 Wisconsin St., ... dg. alll dial 
~ : “ is, Minn., r ¢ ~~ rancisco, Cal., arket St. 
Chippewa Falls, Wis Sy Tae me ee, 

Cincinnati, O., 709 ‘Traction Bldg. Nomah, Wis Seattle, Wash., 5564 Stuart Bldg. 
Cleveland, O., 915 Union Trust Bldg. N Yo k N Y., Woolworth Bld Spokane, Wash., 1006 Old Nat'l Bank Bldg. 
Detroit, Mich., 311 Transportation Bldg. ee WwW Bu Superior, Wis. 
Duluth, Minn., 8320 West Superior St. Omaha, Neb., 725-26 W. O. W. Bldg. Tacoma, Wash., 1113 Pacifie Ave. 
Grand Rapids, Mich., 414 Lindquist Bldg. Philadelphia, Pa., Cross Bldg., Locust St. at 15th. Waukesha, Wis. 


Indianapolis, Ind., 522 Merch. Bank Bldg. Pittsburgh, Pa., 2041 Oliver Bldg. Winnipeg, Man., 603-604 Lombard Bldg. 
Our Freight House Terminals at DULUTH are Joint With Duluth, Missabe and Northern Ry. 


ROUTE YOUR FREIGHT - - - CARE SOO LINE 
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Looking Ahead 


4 ew competitive struggle of industry has sharply emphasized the need 

of not only minimum production cost but also minimum distribution 
expense. The cost of getting a product to market is of vital importance. 
Transportation costs of raw materials to factory and finished ee to 
consumer involve the life and well-being of any enterprise. 


Because of this fact forward-looking manufacturers may well consider 
the possible benefits of additional plant location. 


( 

The Pittsburgh District has outstanding advantages as a location for 
manufacturers through its accessibility to raw materials. It directly serves 
a population of two millions, and within a radius of a few hundred miles 
are the greatest consuming markets of the United States. No other pro- 
ducing district of like importance is so favorably situated with respect to 
its markets. Labor may be obtained in any type and volume and no cheaper 
power exists anywhere in the country. 


This Company will be glad to aid any interested concern in a survey 
of these advantages, and to explain the merits of an industrial location 
along its rails in the Pittsburgh District where a high grade belt line 
service is offered in connection with all trunk lines and where convenient 
industrial sites are available for every purpose. 


1141 Oliver Building, Pittsburgh, Penna. 


Montour R.R. 











Merchants Bank Bldg. 
Railway Exchange Bldg. 


@ INDIANAPOLIS 
@ KANSAS CITY 


® DETROIT 
Majestic Bldg. 
AVANA 
Manzana de Gomez 


@H 


® CLEVELAND 
Hippodrome Bldg. 
@ DENVER 
Boston Bldg. 


Southern Pacific Bldg. 
DEPT., 33 West Jackson 


@ CHICAGO—FREIGHT DEPT. 
@ CHICAGO—PASSENGER 


Ellicott Square Bldg. 


® CINCINNATI 
Dixie Terminal 


® BUFFALO 


Old South Bldg. 


Woodward Bldg. 


@ BIRMINGHAM 
® BOSTON 


@ ATLANTA 
Healey Bldg. 
@ BALTIMORE 
Union Trust Bldg. 





SOUTHERN PACIFIC LINE 


Where they reach 


® 


THE TRAFFIC WORLD 


Salt—a New Year’s Resolution 


Small boy’s definition: “Salt is what 
makes your food taste bad if you don’t 
put it on.” 


Even so Courtesy.—lIt is that which 
makes the daily business grind taste bad 
if we do not season it with a little kind- 
ness and consideration for others. There 
are a hundred thousand Southern Pacific 
Employees who know how. Hence, we 
resolve, etc. 


Write, telegraph or phone 
‘“‘General Agent, Southern Pacific Lines’’ 


The Postman Knows Him 


SOUTHERN PAciIFic LINES 






Vol. XXXIX, No.) 


Where to reach them 
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